


D the 
m ber, 
Cord. 
tract 


Oads, 
1039,. 
ment 
nt in 
s Il 


com. 
ared 
r of 
894: 


exas 
July 
y of 
rds, 
aul’s 
oad- 
ared 
hes, 
dur- 
vere 
ling 
1 to 
r 19 


uly, 
ifty 
if 5 
ons 


be 
for 
uce 
ear 





cae 





~ 


L. No. 9 ” Se : Reg. U. S. Patent Office 


ae ee in ie : i = s . Tae “ = . e 
rev. oe ee! ~- 


SHIPPERS! 


a 


CHICAGO ILL., AUGUST 27, 19 
: 96 


Why Not Investigate ee 
MecCORMICK INTERCOASTAL SERVICE 


Frequent Sailings—East and West Bound 


Ships call at Philadelphia, Norfolk and Baltimore. 


Every shipment means economy to the shipper because NEXT SAILINGS: 

of McCormick facilities and care, both in handling Ship Philadelphia Baltimore Norfolk 
and stowage. Experienced men and modern handling SS Felix Taussig Aug. 27 Sept. 1 Sept. 3 
equipment both on McCormick ships and at McCormick = — oy nee a S ay be oa. ° 
Terminals mean protection to the shipper, time and ted ae ee - at 
money saved in deliveries. There is a McCormick 4 Great Trade Routes Served by McCormick 
Office near you.....and the McCormick Man is only too McCormick Intercoastal Pacific Argentine Brazil Line 
glad to quote rates and give you any other information erat seg we ey 


you may need. 


Your Next Shipment via McCormick 





Oakland Portland 


Los Angeles Me Cor hip Company Seattle 


Tacoma 













San Diego 

& 461 Market St. 

Vancouver, B.C. San Francisco Astoria 
DOUelas 2561 
eo 

we adetphta New York | Baltimore Pittsburgh Chicago 

. «dg. . ¥. Central " Baltimore Trust Co. Bldg. (Munson SS. Line, Agents) (Munson SS. Line, Agents) 
Phone: Lombard 4360 Phone: Murray Hill 2-6900 Phone: Calvert 6234 Oliver Bidg. . Conway Bidg., 111 w Washingten St. 

Phone: Atlantic 1696 Phone: State 6828 









Norfolk 
Taylor & Ancrews 
Law Bidg. 

Phone: $5371 


3 rh SOT RT EOE RE a 2 erent x netrearcererssr, “ ” 
Pie Pit soe “eae : wy eed > es He gh Me pee eh ets | bea 


+ 


t 
Z 
2 


hae Mein ha 


al 


a 
Feds 

























32 

























































The Traffic World 


ISTHMIAN STEAMSHIP LINES 


INTERCOASTAL SERVICE (WEEKLY) 


STEAMER FROM BALTIMORE PHILADELPHIA PORTLAND, ME. BOSTON NEW YORK 
oSTEEL ENGINEER.............. ices eee one wawes Aug. 29 ee ee Sept. 2 THE 
ee aA reas SUE SEMA AG WO eee eine SS ee ee Sept. 6 Sept. 7 Sept. 9 
obeoonmen CITY................. eee ren ree Sept. 12 re ee ne Sept. 16 Copyright 
xFAIRFIELD CITY. GO Gud eraepeie aia, Picea ors bd nie Raa ace Re memts3G = —§ secces Sept. 20 Sept. 21 Sept. 23 
SERENE EE IE i ee ee ee Rtas Sem rere Sept. 26 Sept. Mg | pe yy eee Sept. 30 ener 


oSan Diego, ‘Los Angeles Harbor, San Francisco, Oakland, Seattle, came and Vancouver, B. C.; xLos Angeles Harbor, San Francisco, Oakland, Portland, 























Seattle and Tacoma. E. a 
S 
HONOLULU, HAWAIIAN ISLANDS, DIRECT, WITHOUT TRANSSHIPMENT eS. MONTHLY) HA 
FROM BALTIMORE —a— OSTON NEW YORK 
Se POV IG ATOR oo ocsviogiieis wecewe saws csaneeece cs re Aug. 30 B. J. Hi 
Also regular semi-monthly Direct Service from Hawaiian Islands to th “Eg Galt and North yr im Ports. 
JAPAN-CHINA SERVICE (MONTHLY) rte 
FROM GULFPORTS BALTIMORE NEW YORK 4) 
‘"" "Calls at Hawaiian Islands, Yokohama, Kobe, Osaka andShanghai. === i 
PHILIPPINE ISLANDS, JAVA AND STRAITS SETTLEMENTS SERVICE (MONTHLY) ovens 
FROM BALTIMORE PHILADELPHIA NEW YORK 
I i i ibd nk doesn sata alive Aug. 23 Aug. 25 ‘Aug. 30 
ee eee Sept. 24 Sept. 26 Sept. 30 
Calls at Hawaiian Islands, Manila, Iloilo, Cebu, Soerabaya, Samarang, Batavia and Singapore. 
INDIA SERVICE 
FROM GULF PORTS NEW YORK 
RI iso oui hte ho icc ei cers eats be aia Mirniadiniae a eck Aug. 13 Aug. 25 
Calls at Suez, Karachi, Bombay, Colombo, Madras and Calcutta. 
Also regular monthly service from India to U. S. Gulf and South Atlantic Ports, and bi-monthly service to U. S. North Atlantic Ports. 
PACIFIC COAST TO UNITED KINGDOM SERVICE (MONTHLY) 
FROM VANCOUVER, B.C. PUGET SOUND PORTLAND SAN FRANCISCO — 
a al SS Sg le ae dd SUI Sept. 8 Sept. 12 Sept. 14 Sept. 21 Sept. 23 4 
Calla at London. Liverpool and Avonmouth. 
eer eee Sept. 23 Sept. 27 Sept. 30 Cet. 8B  wessedenr FE 
Calls at Dublin, Belfast and Liverpool. i 
FOR FREIGHT RATES, PARTICULARS OF SERVICE, ETC., APPLY TO j 
ISTHMIAN STEAMSHIP COMPANY ; = 
50 TRINITY PLACE - - - NEW YORK,N. Y. x 
Branch Offices at: Syracuse, N. Y. (Herald Bldg.), Buffalo, N. Y. (Marine Trust Co. Bldg.), Cleveland, Ohio (Rockefeller Bldg. » «(DEC 
Or to Norton, Lilly & Co., General Agents, at New York, Baltimore, Philadelphia. Boston, New Orleans, — ee Houston, Galveston, San Diego, : ] 
Los Angeles, San Francisco, Portland, Seattle, Honolulu, Cristobal, Balboa, Pittsburgh, Chicago, Detroit, F. E. Gignoux, Portland, Me. 
B. W. Greer & Son. Ltd.. Vancouver, B. C. a 
Pacific Coast, United Kingdom Service Agents, E. C. Evans & Sons, Inc., San Francisco "@ 
ae 
PR 
» oc 
ts IN 
Al 
PANAMA MAIL SERVICE . 





EXPRESS PASSENGER AND FREIGHT STEAMERS & 


between he 


PHILADELPHIA e NEW YORK LOS ANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA . 
NEXT SAILINGS c 


WESTBOUND COMING! EASTBOUND | . 
FROM OAKLAND — ALAMEDA 
poi onan FOUR NEW SUPER EXPRESS LINERS _—- —. = st rr 


Santa Ana — Sept. 14 


co 
Santa Elisa — Sept. 28 FROM SAN FRANCIS 


Santa Elisa — Aug. 31 

Santa Teresa — Sept. 14 

FROM LOS ANGELES 

Santa Elisa — Sept. 2 

Santa Teresa — Sept. 16 
SAN FRANCISCO, 2 PINE SI. 
PHILADELPHIA, PIER 40 SO. WHARVES ? . . ‘ nee “ LOS ANGELES, 548 SO. SPRING 3 ST. 
PITTSBURGH, HENRY W. OLIVER BLDG. NEW YORK, 10 HANOVER SQ. OAKLAND, HOWARD TEAMINAL 
BUFFALO 62 ROSEDALE AVE. HAMBURG, N. Y. CHICAGO, 230 NO. MICHIGAN AVE. ALAMEDA, ENCINAL TERM! NAL 


FROM NEW YORK 


Santa Cecilia — Sept. 2 
Santa Ana — Sept. 16 
Santa Elisa — Sept. 30 





Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Ente! _Z 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, !5/* 











—_ 





ae aases 


eae 


Pelee BSc eee 






august 27, 1932 «The Traffic World 


THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 


THE TRAFFIC SERVICE CORPORATION 


Copyright, 1932 Twenty-fifth Year Member A. B. C. 


qed OO OOOO OOre Oren DOO Ore OO Ore Orr Or Orroroo arr ane now amano a Oona 


E, F. HAMM, President E. F. HAMM, JR., Secretary-Treasurer 
H, A. PALMER, Editor and Manager J. H. SWEET, Circulation Manager 
‘ H. W. KELLOGG, Advertising poy 
Allcommunications should be addressed to the Chicago office 
B. J. HAMM, Manager A. E. HEISS, Chief, 


Specia! Service Department, Washington ' Washington News Bureau 
eedntooerOoeOee rr @r Ore Bre Beers Breer errr Breer errr Ore Ore Orr Deter Bre Borer wen Ber Bre Orr Ors Ore Orr Orr Orr Orr Orr nr Orr Ores 
418 S. Market Street Mills Building 
CHICAGO, ILL. WASHINGTON, D. C. 


cater besOee ee Orr Ore Beer Orr On Orr errr Beer Breer Bor Be Ser Gee ee See Ber Serer er Sree rrr reer Breer Orr Grrr O10 


ce) ee eo ree Peer eee re ec ee ee 369 


DECISIONS OF THE COMMISSION: 


Plaster and plaster articles, New York to seaboard; fourth 


ew ae a errr Tet ee ee ee 373 
Asphalt rock and limestone in the southwest; fourth sect. ap. 

BEE. Saka dade ah ac BAe sees Naas NERA ane Te Raw s See RM 373 
3rick and drain tile from Mo. River crossings; fourth sect. 

2 Re SEO rrr rr ie ere 
W. Va. Brick Co. et al. vs. C. & O. et al.; No. 21743; brick and 

IU, MERE cog oo cen Wan eewic 5 0GMs pONaS bse OSE eC 65S te kee 373 


Southern Carbon Co. vs. A. G. S. et al.; No. 24135; carbon black 374 


Blue Ridge Tale Co. vs. A. & L. M. et al.; No. 23733; carbon 
NEE oiiwina ORS Soe C A eee Geu en Maas CeOR ENED CREN ERNE Sow GEM 374 


PROPOSED REPORTS OF 1. C. Cu... cc cccccccccccncevccvccccccess 374 
EEA SIT COE WG anions oisie i ccc eisccesccsececeeecsees SON 
INLAND WATERWAY TRANSPORTATION............0++++++-+ 384 
“iiss MMi os vm oo a ky) oC EEE ee ee 
MOTOR VEHICLE TRANSPORTATION. ...........-:eeeeeeeeeees B89 
Co ee err rrr rr rrr a 390 
SERVICING PUG PIG anak oissidies sce vindinnecscccsstavesecs SUE 
PEROCOMAL WEWS AND NOTEG .q...<.o5ccicccscscsisieesieesccowaves 409 
DOINGS OF THE TRAFFIC CLUBS. ......05..052ecccscscoeececceee 402 
DOCKET OF THE COMMISSION... .. 6.66 .056c. cc seccsecccccewes 406 
COGESTS GF MEW COMPLAINIG.......0. ccc cccdeccccccscvcccens 408 


Wi 1 
UHM 


tt 
OM MMMM 






PAGE 365 





of Erie merchandise 
cars to.and from 
Chicago arrived at 


destination on time 
(First 6 months 1932) 





Prove the Dependability 
of ERIE Freight Service 


RAILROAD SYSTEM 














































PAGE 366 





The Traffic World 


ARE INTERESTED 
IN THE 



























HE number of individual investors in railroad 

securities cannot be accurately determined, but a 
round figure of about two million is generally accepted 
as a reasonable approximation. 


‘Two million is a large number of individuals, but 
it does not by any means reflect the effective strength 
of railway investors. A comparatively small number of 
large holders are not investors of their own, but of 
other people’s money. They are the savings banks, the 
insurance companies, the trustees of educational and 
charitable institutions, whose clients and_ beneficiaries 
number, probably, at least three-fourths of the popula- 
tion.’ 


SHIP BY RAIL 


When American railroads go out of 
business the chances are good Amer- 
ican Business will go out with them. 
Let us PROVE our efficiency by giving 
our service a fair trial. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 


OOo Serer Bor Sor GorOor®: 





OorOr 





MAKING GOOD A PROMISE 


W- have a suggestion from one of our readers—a 
prominent railroad man, not only proficient in his 
business but a student of economics in general—which, 
though we are not entirely disposed to sponsor it, never- 
theless, commends itself to serious consideration and has 
valuable aspects. In brief, it is that, for the reason that 
Congress, in the rate-making section of the transporta- 
tion act of 1920, contemplated that rates should be so 
made by the Interstate Commerce Commission as to as- 
sure the railroads an adequate net revenue, and that the 
Commission, having fixed that adequate rate of return 
at five and three-quarters per cent on valuation, has, 
nevertheless, failed to see to it that this return was 
earned, the sum by which net earnings have failed to 
reach the adequate return determined on be loaned to 
the railroads without interest until such time as earn- 
ings justify repayment. He says: 





_ The transportation act instructs the Commissjon to author- 
ize a level of rates that will yield a “reasonable return” on 
Property investment. 

t The Commission found that 5% per cent was a “reasonable 
return.” 


The rate of return on property investment as published by 
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the Bureau of Railway Economics for carriers in the United 
States (including switching and terminal companies) has been 
as follows: 1925—4.74 per cent; 1926—4.98 per cent; 1927—4.29 
per cent; 1928—4.64 per cent; 1929—4.84 per cent; 1930—3.30 
per cent; 1931—1.99 per cent. 

In so far as these percentages failed to attain the “Reason- 
able rate of return,” the intent of the legislative act was vio- 
lated. 

As the violation occurred throughout a period of many 
years, the loss should be cumulatively considered. In other 
words, 1.01 per cent due in 1925 is worth 48 per cent more than 
1.01 per cent (i. e. 1.495 per cent) in 1932. Taking, for example, 
the seven years, 1925-1931, the corresponding deficit applied to 
the aggregate investment of each of those years, results in the 
following present values (i. e. 53% per cent compounded annually 
to 1932): 


(1) (2) (3) (4) (5) (6) (7) 
a bereg ot = mt PAR ane rend oe) 
A Bgee ae so ES che 868 S$ 
5 OSES > se ns: Eon a 
nor Ve. op Mew san oes 2. 
cH — "3 ct = oro yw Doo 
3do0 = | 5 RES 5 39 azo 
:* g * 836 “8s 38 
iad ia pe Die si = 
2 2° Ss 
te 3a 

nn 
— —_— 4.74% 1.01% 48.0% 1.495 $23.630 $ 353 
re 4.98% -717% 39.9% 1.077 24.291 261 
1927 41.29% 1.46% 32.38% 1.931 24.809 479 
are 4.64% 1.11% 25.1% 1.388 25.234 350 
tes 4.84% .91% 18.3% 1.076 25.870 278 
or 3.30% 2.45% 11.85% 2.740 26.350 722 
BEE swriwas 1.99% 3.76% 5.75% 3.976 26.733 1063 
$3506 
Millions 
Conclusion: The railroads should have earned—should 


have been permitted to earn—an amount of money in those 
seven selected years, which is of present value about three and 
one-half billions of dollars. If the amounts of these annual 
deficits under a reasonable rate level could now be apportioned 
to railroads in the ratio of their earnings during those years, 
the defaults of yesterday would in a measure be compensated, 
today’s credit status of most carriers would be relieved and 
it is logical to expect that further industrial recovery would 
follow. 


The plan is not predicated on the slightest intimation of 
a guaranty of 5% per cent, but merely submits that the default 
in what Congress, through the transportation act, designed and 
intended should have been paid to the railroads throughout 
past years, should now be credited them, at least as a non- 
interest bearing debenture payable if, as, and when the revenues 
of carriers as a whole exceed 5% per cent, the “reasonable 
return” fixed by the Commission, this advance to be made by 
the government, one of whose administrative departments was 
responsible for the defection, 

The credit could be arranged in one of many ways, by 
simple debenture, by auto-liquidating rents, etc., but it should 
be non-callable, non-interest bearing, and self discharging. 


Though, as we have said, there are aspects of this 
idea that appeal to us, several objections or questions 


arise. They are, principally, as follows: 

1.—Would it not be inevitable that, if any such plan were 
put into effect, its opponents would say that the adoption of 
the plan proved what had always been denied—that the rate- 
making provision of the present law was an actual guaranty 
to the railroads? 
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9—The obvious reply to the suggestion that action be taken 
to make up to the railroads the sum by which they have failed 
to attain a return of five and three-quarters per cent on their 
yalue over a term of years is that the Commission has the 
right to fix the rate of return and, obviously, it has thought 
five and three-quarters per cent too much. Of course, if the 
commission thinks that it should say so and reduce the rate of 
return, but the fact that it has not done so does not stop the 
reply; it only convicts the Commission of not fully doing its 
duty—if it be admitted that it thinks five and three-quarters 


per cent too high. 

8-—-Could the Commission have enabled the railroads to 
earn the five and three-quarters per cent? In other words, 
would not increases in freight rates have served to drive still 
more business from the rails? The tendency of rates is now 
downward in order to meet competition. Could the railroads 
recoup even if permitted to increase rates? If not, what other 
means could the Commission have adopted to enable them to 
increase their net earnings? 

These questions might be answered categorically as 
follows : 

1. No, because of the transient provisional features 
of the “debentures, payable if, as, and when” the admin- 
istrative arm of the government redeems its default. The 
financial procedure would be much the same as if the 
government bought from the carriers a non-interest- 
bearing bond, payable if, as, and when the carriers 
earned the “reasonable return.” Of course, if the ad- 
ministrative arm never redeemed the default, the rail- 
roads never would repay. 

2. If this suggestion never gets any further than 
to direct attention more forcefully to the fact that the 
Commission has denied many times suggestions from the 
carriers made with a view to enabling them to earn the 
return contemplated by the law and that, in spite of 
this fact, it has never revised the rate of return found by 
it to be reasonable and adequate, it will not have been 
in vain. 

3. This is a debatable question. The Commission, 
on various occasions, has undertaken to give the rail- 
roads advice to the effect that increases in rates proposed 
would hurt rather than help them by driving business to 
their competitors. Of course, also, the railroads them- 
selves are endeavoring to meet this competition by re- 
ducing rates here and there. The matter involves some- 
thing besides rates. In the first place, the railroads, 
where they desire, should be permitted to meet competi- 
tive rates on short notice. In the second place, they 
should not have to meet competition made possible to 
any extent by unfair advantage, such as freedom from 
regulation and the fact that, in any degree, the roadways 
of their competitors are paid for by the public. We 
should say that, aside from these questions, which ought 
to be determined fairly, the railroads should be allowed 
to use their judgment in making competitive rates and 
increases ought to be allowed them where they think the 
traffic will bear it, where they believe their revenues 
would be increased thereby, and where discrimination or 
other injustice cannot be satisfactorily urged to pre- 
vent. If railroad people are not smart enough to work 
out this phase of their business themselves, then the rail- 
roads are, indeed, in sad case. 

4. There remains one more objection. Suppose 
What our friend suggests were done. How long would 
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it be before the present situation with respect to revenue 
confronted us again? The plan, even admitting it to be 
good, would be only a temporary cure unless the Com- 
mission changed its ways. Of course, temporary relief 
is not to be despised, but we are thinking of things in the 
long run as well as in their temporary phases. 


GOVERNMENT AND WATERWAYS 


HE hearing held by the Congressional committee in 

South Bend on that phase of government competition 
with private business involved in the government’s oper- 
ations on the rivers (the evidence in which is printed 
elsewhere) was not as representative as it might have 
been if, perhaps, the committee had made a greater effort 
to induce witnesses to appear, or if those who disapprove 
this government enterprise on theory or because they 
are adversely affected by it had been at greater pains to 
make their views known, but it served, nevertheless, to 
show that others than the railroads are concerned and 
that there is a more or less widespread sentiment against 
this unjustifiable encroachment by the government on the 
transportation field and the injustices it works to the 
railroads, private waterway operators, shippers who are 
not in position to take advantage of it, and the public 
generally, the last for the reason that all taxpayers are 
assessed for something that is of benefit to comparatively 
few. It served also to show that there is at least some 
sentiment in Congress against the present waterway pol- 
icy of the government that may result in efforts to compel 
an abandonment of its transportation operations in 
barges on the rivers. If it did nothing else, it at least 
called attention to the situation, though we notice that 
the newspapers that come under our observation in the 
territory supposed to be benefited by the government 
barge line said little or nothing about this phase of the 
committee’s investigations, though’ they printed plenty 
with respect to other manifestations of the government’s 
tendency to compete with private business. 

The government in the waterway transportation 
business always has been an outrage and it should, with- 
out question, be included in the category of government 
competitive activities under the ban of present day public 
disapproval. 


FREIGHT CHARGES ON COAL 


That the railroads must be willing to talk about a reduc- 
tion in rates on coal was the opinion expressed by C. B. 
Huntress, executive secretary of the National Coal Association, 
in remarks August 24 at the All-Ohio Coal Conference held at 
Cedar Point, O. Producers, railroads and retailers were repre- 
sented at the conference. 

“To the extent that each of the three parties, with a long- 
range vision, recognizes the common interest, possibly at a 
temporary sacrifice of profit, will the organization succeed,” 
said Mr. Huntress. “That remark is directed primarily at the 
railroads. If these corporations propose to participate in this 
movement solely on the score that it promises to protect their 
volume of business they have failed to grasp its complete 
significance. If it is to be an honest-to-goodness conference the 
facts must be squarely faced, with particular reference to the 
figure of 66, which is the percentage of the average delivered 
price of coal represented by freight charges. Surely the opinion 
that a reduction of freight rates would mean increased volume 
and in turn larger returns to the carriers, warrants serious 
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consideration. Surely, the deficit of the industry, due partly to 
competition with other fuels, indicates that tonnage gains lie 
primarily not in substantial mine-price increases but rather in 
decided decreases in distribution costs. It’s undoubtedly up 
to the railroads to sit around the table with the folks who 
mine and sell the product from which they derive 17 per cent 
of their freight revenue. The fact that they will serve on the 
governing board of this organization does brighten the prospect. 

“If there is justification for the optimism that the carriers 
are really going to pitch in and help, there is ground for faith 
this organization not only will prosper but also will inspire a 
closer cooperation between the several factors in question in 
other states and nation-wide. Thought to every angle of the 
problem must be given in order to attain the desired objective 
of conducting business at a profit, but if the subject of mer- 
chandising is before this meeting it is idle to ignore that out- 
standing factor, which represents 66 per cent of the delivered 
price. Operating costs, of course, will be materially lowered 
by more running time. Distribution costs will be radically 
reduced by better marketing, elimination of waste, and the 
introduction of divers economies, such as are contemplated 
by the regional sales agency plan, typified by Appalachian Coals, 
Incorporated. Of those matters there’s much to be said, but at 
the outset let’s realize that wherever Railroad McGregor sits 
is the head of the table and that Coal may be dubbed King 
but he is somewhat like unto an exiled monarch at Elba who 
might conceivably spend his last days at St. Helena unless, 
when he comes back from Elba, every available means are 
utilized to establish him firmly upon the throne. With a return 
to normal business there will inevitably be an upturn in the 
coal market. The King will stage a come-back in volume, and 
to a limited degree in realization, but unless intelligent mer- 
chandising principles prevail on the part of the railroads, as 
well as of the producers and retailers, the erstwhile ruler of 
the fuel kingdom will have a sorry time of it. The memory 
of 1929, a year of volume without profit to many hundreds of 
companies, has not faded.” 


TURMOIL IN COAL RATES 


The Commission, on August 20, in a sixth section permis- 
sion issued to W. S. Curlett, tariff publishing agent of the 
carriers interested in lake cargo coal rates, authorized the car- 
riers to reduce their transshipment or lake cargo coal rates, 
east of Sarnia, Ont., 18 cents a ton, to meet the situation cre- 
ated by the discount on Canadian currency, which, in turn 
caused the establishment of joint cross-lake rates by the Pitts- 
burgh & West Virginia and Wheeling & Lake Erie in connection 
with boat lines willing, for this purpose, to subject themselves 
to the jurisdiction of the Commission. (See Traffic World, 
August 20.) 


The reduced rates are to be accorded, by readjustment of 
the charges, on presentation of proof of the delivering line that 
the coal in question has been loaded into vessels at Lake Erie 
ports shown in the tariffs, and discharged from such vessels 
at Canadian ports, south and east of Sarnia, at the entrance to 
Lake Michigan. The Ore and Coal Dock Exchange at Cleve- 
land, O.; is to be the agency for the issuance of certificates 
enabling the shipper to Canadian ports to obtain the conces- 
sion, which, according to the sixth section application, has 
been made necessary by the Pittsburgh & West Virginia’s rate 
to Port Maitland and the Wheeling & Lake Erie’s rate to Port 
Stanley, Port Maitland, Port Colborne, Toronto and Hamilton, 
Ont. 

The Pittsburgh & West Virginia Railway Co., in a defense 
of its proposed rates on coal from the Pittsburgh district to 
Cleveland, Lorain and Huron, submitted to the Commission by 
R. M. Paisley, general freight agent, and William S. Bronson, 
general attorney, has denied allegations of the Baltimore & Ohio, 
New York Central, Pennsylvania and other carriers that the 
proposed rates will result in undue prejudice to protestant’s 
shippers, and undue preference to P. & W. V. shippers, for the 
reason that “respondent does not participate in joint rates to 
Cleveland, Lorain and Huron published by any of the protestant 
carriers, other than the Western Maryland Railway and the 
joint rates published by the Western Maryland Railway via 
respondent’s line to Cleveland, Lorain and Huron are in no way 
related to respondent’s rates from the Pittsburgh district.” 

On the other hand, the P. & W. V. says, the intentional 
refusal of protestants to maintain the long established and exist- 
ing differential of 10 cents, Pittsburgh over northern Ohio dis- 
tricts, by reducing their Pittsburgh district rates corresponding 
to the reductions in their northern Ohio rates, will result in 
undue prejudice to and unjust discrimination against their Pitts- 
burgh district shippers, Pennsylvania and West Virginia locali- 
ties, and Pennsylvania and West Virginia coal, and in undue 
preference to and unjust discrimination in favor of their north- 
ern Ohio shippers, Ohio localities and Ohio coal, “and any loss 
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of tonnage or any diminution of revenues beyond that broughi 
about by the rate reduction will be chargeable to protestant 
failure to maintain the integrity of their existing Clevelang 
Lorain and Huron rate structure long applicable from the Pit, 
burgh and northern Ohio districts, and disrupted by their Own 
acts of reducing their northern Ohio district rates without corm 
spondingly reducing their Pittsburgh district rates.” 

The P. & W. V. says that in reducing its Pittsburgh distri¢ 
rates corresponding to the reductions made in its Ohio No, ; 
rates to meet the Wheeling & Lake Erie Ohio No. 8 competiti, 
has accorded its Ohio No. 8 and Pittsburgh district shippers the 
equal treatment the law commands and that its action is justly 
entitled to the approval of the Commission. 

The P. & W. V. denies that the proposed rates of $15 
to Cleveland and Lorain, and $1.65 to Huron from its Pittsburgh 
district are unreasonably low and depressed, but contends thy 
the rates are substantially higher than reasonable minimuy 
rates. It submits further that in reducing its Pittsburgh distriq 
rates to Cleveland, Lorain and Huron to thereby preserve th 
10-cent differential Pittsburgh over northern Ohio, which fo 
many years existed until the Wheeling, effective August 1, rm 
duced its Ohio rates and thereby increased the Cleveland anj 
Lorain differential in favor of northern Ohio from 10 cents ty 
39 cents, and the Huron differential from 10 cents to 29 cents 
it has merely protected itself and its Pittsburgh district shipper 
against a situation created by “the arbitrary, unnecessary ani 
unwarranted action of the Wheeling & Lake Erie Railway. Re 
spondent has been careful to go no further than necessary to 
meet the Wheeling & Lake Erie competition by limiting its tariff 
to expire with August 1, 1933, the date of expiration of the 
Wheeling & Lake Erie tariff.” 


FRISCO RECEIVERSHIP SUIT 


Charles and Dora R. Gans, owners of $3,500 of 4 per cent 
series A prior lien mortgage bonds of the Frisco Railroad, filed 
a receivership suit in the Federal Court in St. Louis August 33, 
They alleged that the refinancing plan was inequitable to holders 
of prior lien bonds and that the company was insolvent, in that 
it was unable to meet current bills, as well as_ obligations 
maturing in the near future. 

The company’s current liabilities, they alleged, exceeded 
the current assets by $4,224,000 at the end of 1931. The peti- 
tion alluded to borrowing from the Reconstruction Finance 
Corporation and Railroad Credit Corporation. 

The dividends authorized by the directors and paid in 1931 
and 1930 should have been conserved as assets, the petition 
declared. Further, it was averred, the dividends were not 
earned. 

The petition quoted E. N. Brown, chairman of the Frisco 
board of directors, to the effect that earnings available for 
interest charges in 1932 would not exceed $3,300,000, whereas, 
the fixed charges would total more than $13,000,000. 

Referring specifically to the financial readjustment plan, the 
petitioners submitted several objections. They maintained that 
the plan was inequitable to holders of prior lien bonds, protest: 
ing, in this respect, the proposal that holders of these securities 
should defer interest claims for at least five years and accept 
for their bonds certificates that would not be payable except in 
circumstances of receivership or foreclosure. 

In contrast to the foregoing proposal, they cited the one to 
the bondholders of the Kansas, Fort Scott and Memphis, a sub: 
sidiary. The petition stated that the holders of these securities 
were asked to waive either interest or principal, but only 10 
extend the maturity of the bonds and receive one-third of 4 
share of Frisco preferred stock and one-half share of common 
stock for each $1,000 of bonds. 

Holders of common and preferred stock were not penalized, 
the petitioners alleged, except by the issuance of a small addi: 
tional amount of stock. The same stock interests would be 
continued in control of the properties, they stated, at the ex 
pense of the bondholders. 

The petition prayed for a receiver to conserve assets and 
an injunction to restrain the company and its officers from 
disposing of property. It asked that other bondholders, stock- 
holders and creditors be allowed to intervene as participants 
in the litigation. 

J. M. Kurn, president of the Frisco, said that there was 00 
basis for the receivership suit and the company would resist 
it vigorously. He gave out the following statement: 


Counsel advise that there is no basis on which a bondholder ca! 
secure the appointment of a receiver at the present time, and that 
they have no doubt that the application will be dismissed. : 

There is no default existing under the prior lien mortgage, or 4%) 
other mortgage. No interest is due on prior lien bonds until January ! 

If adequate deposits are received under the readjustment plat 
prior to September 1, which the company believes will be the casé; 
the company expects to be able to pay the interest on consolidated 
bonds due on that date, and to be able, thereafter, to carry out thé 
readjustment plan, 
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BRICK AND DRAIN TILE 


HE Commission, by division 2, in Fourth Section Applica- 

tion No. 14695, amended, brick and drain tile from Missouri 
River crossings, has authorized applicants having circuitous 
lines or routes to establish and maintain on brick and articles 
taking the same rates, also drain tile, from lower Missouri 
River crossings, namely, Atchison and Leavenworth, Kan., also 
Kansas City and St. Joseph, Mo., to stations in Iowa, rates the 
same as contemporaneously in effect on like traffic over the 
direct lines or routes from and to the same points, constructed 
on the bases of rates prescribed or approved in Mason City 
Brick & Tile Co., vs. Director General, 107 I. C. C. 702, and to 
maintain higher rates from, to and between intermediate points. 
The authorization is in Fourth Section Order No. 11016. 

The Commission said rates from, to and between the higher 
rated intermediate points shall not exceed rates constructed 
on the bases prescribed or approved in the Mason City case 
and shall in no case exceed the lowest combination of rates 
subject to the interstate commerce act. Continuing, it said: 


The relief authorized shall not include intermediate points as to 
which the haul of the petitioning line or route is not longer than that 
of the direct line or route between the competitive points and shall 
not apply (a) where the distance over the short line or route is 150 
miles or less and the longer line or route is more than 70 per cent 
circuitous; (b) where the distance over the short line or route exceeds 
150 miles but does not exceed 1,000 miles and the longer line or route 
is more than 50 per cent circuitous; provided, however, that where 
the distance over the short line or route exceeds 150 miles and the 
distance over the longer line or route does not exceed 255 miles, re- 
lief will apply to such longer line or route even though the said 
longer line or route is more than 50 per cent circuitous. However, 
where the use of a rule or rules showing rates and maximum dis- 
tances in lieu of specific routing, in accordance with the method ap- 
proved in Brick and Clay Products in the South (113 I. C. C. 380), is 
authorized, applicants will be authorized to depart from the long-and- 
short-haul provision of section 4 to the extent necessary to carry out 
the provisions of such rule or rules even though the circuity limita- 
tions hereinbefore recited may be exceeded in some instances. 





ASPHALT ROCK AND LIMESTONE 


In a report by division 2, in Petition in Fourth Section Ap- 
plication No. 14460, asphalt rock and limestone in the south- 
west, the Commission, in supplemental fourth section order No. 
10718, has modified and amended fourth section order No. 10713, 
entered August 28, 1931, so as to provide that in instances where 
the use of a rule showing rates and maximum distances, in lieu 
of specific routing, similar to that approved in Brick and Clay 
Products in the South, 113 I. C. C. 380, is authorized, the relief 
shall apply over such routes even though in some instances the 
degree of circuity which would result from the establishment 
of rates in accordance with such rule may exceed the degree of 
circuity authorized in paragraph 3 of order No. 10713. The 
order applies to rates on asphalt rock, natural or coated, and 
stone coated with not to exceed 5 per cent of road oil, crushed 
or ground, containing not more than 6 per cent of asphalt, 
between points in Arkansas, Kansas, Louisiana (west of the 
Mississippi River), Baton Rouge, New Orleans and sub-ports; 
Y. & M. V. R. R. stations north of Baton Rouge to New Orleans, 
inclusive; Louisiana & Arkansas stations, Angola to New 
Orleans, inclusive, Missouri, Oklahoma and Texas; also from 
Margerum and Cherokee, Ala., to points in Arkansas, Kansas, 
Louisiana, west of the Mississippi River, Missouri, Oklahoma 
and Texas. 


PLASTER AND BARGE-TRUCK SERVICE 


_ Authority to establish reduced rates on plaster and plaster 
articles, minimum 50,000 pounds, from Akron, Clarence Centre, 
Oakfield and Wheatland, N. Y., to Atlantic coast terminals with- 
out observing the long-and-short-haul provision of section 4 has 
been denied by the Commission in a report by division 2 in 
Fourth Section Application No. 14508, plaster and plaster ar- 
ticles, New York to seaboard. The application was denied in 
Fourth Section Order No. 11015. Charges ranging from 13.3 to 
i one a hundred pounds would have resulted from the pro- 
sOSal. 

; As a ground for relief, said the Commission, applicants re- 
lied on the competition of trucks from the plaster plants to the 
New York State Barge Canal and barges operating on the canal 
and the Hudson River beyond. It said there was no movement 
of plaster or plaster blocks by truck and barge until late in 
1931 and that, consequently, the experience of one shipper who 


The Traffic World 





PAGE 373 













Decisions of Interstate Commerce Commission 









used that form of service in the movement of plaster and gyp- 
sum blocks from Wheatland was very limited, although that 
shipper stated that the traffic was well adapted to transpor- 
tation by water, and that the service was satisfactory. The 
largest shipper of these articles, however, the Commission said, 
stated that the canal route was impracticable because of damage 
in transit to the blocks and bags; warehousing and trucking 
expense at destination, and the refusal by the trade of shipments 
aggregating 300 to 500 tons. 

The Commission pointed out that the application, filed Sep- 
tember 30, 1931, contained the statement that the reduced rates 
were proposed “in order to meet the competition of the boat 
lines operating via the barge canal.’ It would be observed, 
continued the Commission, that from the evidence that prior 
to that date only one barge load of plaster had moved by way 
of the canal. It said the season of canal navigation was of 
about seven months’ duration and that during the closed sea- 
son it would be necessary for shipments to move over all-rail 
routes. It said there was no evidence of shipments moving 
by truck and canal except from Wheatland. It set forth a 
table showing that 7,081 tons of plaster and gypsum blocks had 
moved from Wheatland by truck and barge in 1931. 


Four companies which manufacture plaster or plaster blocks 
at Wheatland, Akron and Clarence Centre favored the relief. 
The report said the Wheatland producer expected to be able to 
make shipments: by way of the canal in 1932 at a cost not ex- 
ceeding $2.50 a net ton. In its conclusions, the Commission 
said: 


The United States Gypsum Company, one of the largest shippers 
of these commodities from western New York, has a plant at Oak- 


field from which it ships substantial quantities of plaster block to 
the New York metropolitan area, and plaster to the intermediate 
territory. This company and two other companies, all of which 


manufacture plaster in or near the New York area, are opposed to 
the relief sought. They contend that the real purpose of the reduced 
rates is to meet the competition of producers in that area and that 
there are no conditions which warrant a reduction in rates to the 
terminals which are not present at intermediate points. They state 
that the present rates have not prevented the free movement of the 
traffic; that the general elimination in building construction is re- 
sponsible for the decrease in the volume of this traffic; and that 
the only effect of the reduced rates would be a needless depletion 
of applicants’ revenues. The Oakfield producer states that while 
it is feasible to move plaster and related articles by truck and water, 
it has found after investigation that the cost thereof, all things con- 
sidered, is in excess of the rail rate; and that it has barges in New 
York harbor which it would use in handling shipments from Oak- 
field to New York if that were economica]. It urges that the esti- 
mates of truck and canal costs here of record are too low and are 
not all inclusive; that the traffic can not be handled by water at 
a cost so low that it would warrant applicants in reducing the rates 
as proposed; and that the unusual conditions shown to have obtained 
on the canal resulting in the distress of certain operators should not 
be made the basis for a permanent rate adjustment. 

Summing up the evidence it appears that transportation of the 
traffic here considered by truck and canal instead of by all-rail routes 
has not been generally regarded as practical and economical. While a 
relatively small proportion of the traffic has moved from one point 
of origin in that manner, the circumstances surrounding the move- 
ment were clearly abnormal. Assuming a recurrence of such con- 
ditions during the season of canal navigation, it does not appear that 
they would attract sufficient tonnage to justify the relief which would 
be necessary to make effective the substantial reductions in the rates 
to the terminals here proposed. Those reductions, if applied to the 
volume of all-rail plaster tonnage which moved from all the points 
in 1931, would total about $80,000. If the 7,081 tons of this. traffic 
which moved over the canal route from Wheatland in that year had 
moved over applicants’ routes, it would have yielded gross revenue 
of about $24,000. 


BRICK AND RELATED ARTICLES 


The Commission on reconsideration in No, 21743, West Vir- 
ginia Brick Co. et al. vs. C. & O. et al., has affirmed the find- 
ing in the former report, 169 I. C. C. 307, that rates on brick 
and related articles taking the same rates from points in Ohio, 
Maysville, Ky., and Charleston and Guyan Valley Brick Co., 
W. Va., to destinations on the C. & O., N. & W. and Virginian 
in Virginia, West Virginia and Kentucky, had not been, but for 
the future would be, unreasonable. It has modified the basis of 
rates prescribed for the future, has eliminated the branch line 
arbitrary, and has denied requests for modification of formula 
for computing distances from points in established groups. 

In the former report, the Commission, division 3, found that 
the rates involved had not been unreasonable but that they 
would be unreasonable for the future to the extent that they 
might exceed, to destinations on main lines, rates under the 
scale of distance rates found reasonable; to branch-line destina- 
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tions an arbitrary of 1.5 cents a 100 pounds to be added to the 
rates under the main-line scale was authorized. In determining 
the scale rates from points in established groups the division 
approved the use of average distances over the shortest estab- 
lished routes from all points within the respective groups. Rates 
upon the prescribed bases were established effective February 
17, 1931. 

On petition of complainants, the case was reopened for oral 
argument and reconsideration on the record as made. Com- 
plainants contended that the level of the scale prescribed for 
the future was excessive, that the distances from individual 
points of origin via the shortest routes over which carload 
traffic could be moved without transfer of lading should govern 
in determining rates under the scale; that the imposition of an 
arbitrary for application, in addition to the scale rates, to des- 
tinations on branch lines was without justification, and that 
the record warranted and required a finding that the rates as- 
sailed were unreasonable in the past and an award of repara- 
tion. 

In its conclusions, the Commission said: 


We are of opinion that the facts and circumstances recited do 
not justify the requested change in the formula for computing dis- 
tances, but that the branch-line arbitrary prescribed in the former 
report should be eliminated. The record is convincing that the 
finding of unreasonableness should be affirmed. We are persuaded, 
however, that rates on the traffic considered, involving transporta- 
tion services almost entirely within central and trunk-line territories, 
should be made with relation to the rates prescribed in the General 
Brick case (68 I. C. C. 218) for application in those territories, rather 
than upon the basis prescribed in the former report, which is uni- 
formly slightly higher than the rates for corresponding distances 
under the scale prescribed in the Southern Brick case (88 I. C. C. 
543) for application in a different territory. Complainants’ exhibits 
indicate that approximately 65 per cent of the transportation serv- 
ice in connection with the numerous shipments on which repara- 
tion is sought, the bulk of which moved interterritorially, was per- 
formed within central territory. It appears proper, therefore, that 
the rates considered should be upon a level somewhat lower than 
the average of the rates for corresponding distances in central and 
trunk-line territories. In constructing the scale of rates herein- 
after found reasonable for the future these principles have been 
given controlling consideration. The fact that it is somewhat higher 
than the scale prescribed by the division is in conformity with de- 


fendants’ contention that elimination of the branch-line arbitrary 
should be accompanied by an increase in the basic rates. 
Upon reconsideration, we find that the rates assailed will be 


may exceed rates under the 
plus the present authorized 


unreasonable to the extent that they 
scale of distance rates shown below, 
emergency charges: 


Actual Haul Rate 
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The finding in the former report that the rates assailed were 
_ oe in the past is affirmed for the reasons stated 
erein. 


Commissioner Eastman, concurring, said the conclusions 
reached seemed consistent with precedents relating to brick 
rates in official territory and that he concurred for that reason. 
However, he said, he was inclined to believe that the Commis- 
sion was wrong in the General Brick case in prescribing dif- 
fering scales in central and trunk line territories, and partic- 
ularly in making the latter scale so high. 

Commissioner McManamy, dissenting, Commissioner Far- 
rell concurring in the dissent, said that in the original report 
the division prescribed rates based on the southern brick scale 
plus 1.5 cents to main line points and 3 cents to branch line 
points. He said that on a petition filed by complainants in 
which they contended the rates should not exceed the southe 
brick scale, the case was reopened. Defendants, he said, wefe 


apparently satisfied with the rates prescribed, as they onthe 
i 


no effort to have the case reopened for any purpose. Conti 


uing, he said: 


_ Under the pleadings the only issue before us is whether the rates 
formerly prescribed are too high and no testimony was introduced to 
show that they were too low. The report of the majority therefore 
goes beyond the issues properly before us and prescribes rates higher 
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than those prescribed in the original report. The rates prescribed ) 
the majority conflict with all of our recent decisions dealing with thj 
commodity and reflect the highest level of rates we have ever ap. 
proved on brick and related articles. Complainants are therefo, 
made to suffer heavy penalities because they questioned the rat« 
established in our former report. I can not agree with such unusy 
procedure. The report of the division should be affirmed. ’ 


The Commission vacated its order of November 17, 19% 
and entered in an order requiring the rates for the future t 
be made effective on or before November 25. 


CARBON BLACK 


No. 24135, Southern Carbon Co. vs. A. G. S. et al. By dij. 
sion 4. Reparation of $122.88 awarded on finding rate, carbo 
black, Gadsden, Ala., to Fowler, La., unreasonable to extent ; 
exceeded 70 cents. Commissioner Mahaffie dissented. 

No. 23733, Blue Ridge Talc Co. vs. A. & L. M. et al. By 
division 4. Rates, carbon black, points in northeastern Louis. 
iana to Henry, Va., were, are and will be unreasonable to e. 
tent they exceeded, exceed or may exceed 98 cents. Complain. 
ant entitled to reparation. Commissioner Mahaffie dissented, 


PROPOSED REPORTS 


Glass Containers 


Fourth Section Application No. 13413, rates on glass con 
tainers. By Examiner M. L. Boat. Recommends that applicants 
be authorized to establish on glass containers, carloads, over 
all lines or routes from glass container producing points in 
trunk line territory to points in trunk line and New Enland 
territories, the lowest rate constructed on the bases set forth 
in the application applicable over any line or route from and 
to said points, and to establish higher rates from and to inter. 
mediate points, provided that rates from and to said _ higher. 
rated intermediate points shall not exceed rates constructed on 
the bases set forth in the application, that they shall not be 
increased except as may be authorized by the Commission, shall 
in no case exceed the lowest combination of rates subject to 
the act, and that the relief authorized shall not apply to routes 
that are more circuitous than those indicated by the following 
limitations: Where the length of the shortest established route 
is 150 miles and under relief is authorized for routes that are 
longer than the shortest established route by amounts not in 
excess of 70 per cent; 210 miles and over 150, 105 miles; 1,000 
miles and over 210, 50 per cent; 1,500 miles and over 1,000, 
500 miles, and over 1,500 miles, 3314 per cent. 


Wood 


No. 24244, Carrollton Excelsior & Fuel Co., Ltd., vs. South 
ern et al. By Examiner Harold M. Brown. Reparation recom- 
mended on finding assailed rates inapplicable on resinous wood 
or fuel wood, points in Mississippi to New Orleans, La., and 
that the applicable rate was 5 cents, minimum 50,000 pounds. 


Sewer Pipe, Etc. 


No. 25120, American Vitrified Products Co. et al. vs. A. & A. 
et al., embracing also No. 25171, American Vitrified Products Co. 
et al. vs. A. & W. et al. By Examiner Paul A. Colvin. In No. 
25120 recommended that rates, vitrified-clay sewer pipe, sewer 
pipe fittings, and wall coping, in straight or mixed carloads, from 
Laughlin, Irondale, Port Homer, Empire and Toronto, Ohio, to 
points in eastern trunk line and New England territories be 
found, for the present and future, unreasonable and unduly 
prejudicial to extent they exceed rates equivalent to 90 per cent 
of the contemporaneous sixth class rates from and to the same 
points. Defefendants should also make similar adjustments in 
the rates on these commodities which are on or near the basis of 
90 per cent of the sixth class rates in effect prior to December 
3, 1931. In No. 25171 recommended that septic tank rates be 
found inapplicable on certain sewer pipe and sewer pipe fittings 
capable of being used as parts of septic tanks but billed as sewer 
pipe and fittings, and that applicable rates on complainants’ and 
interveners’ products, when billed or ratable as septic tanks, be 
found unreasonable for the past, present and future, to the ex 
tent they exceeded, exceed or many exceed the rates contempol- 
aneously in effect on clay sewer pipe and sewer pipe fittings 
from and the same points. Reparation proposed. 








Automobiles 

No. 24976, Bartholomew Brothers vs. C. B. & Q. By Er 
miner F’. A. Clifford. Dismissal proposed. Rates, automobiles, 

fexicaee. Ill, and St. Louis, Mo., to Keokuk, Ia., in violation of 
the™long-and-short-haul provision of the fourth section, but not 

Reparation denied. 


Iron and Steel 


No. 24954, Carolina Power & Light Co. vs. Pennsylvania ¢ 
al. By Examiner P. F. Mackey. Dismissal proposed. Rate, 


unreasonable. 
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jron and steel articles, Blaw Knox, Pa., to Woodrow, N. C., not 


unreasonable. 
Contractors’ Outfit 
No. 24776, Lynn Atkinson et al. vs. S. P. By Examiner 
w. A. Disque. - Dismissal proposed. Shipments of used or sec 
ond-hand contractors’ outfit from San Carlos, Ariz., to Vall 
Spring, Calif., not overcharged. 
Rough Marble \ 
No. 24210, Tompkins-Kiel Marble Co. vs. L. V. et al. By 
Examiner E. L. Glenn, on further hearing. Recommenls award 
of reparation on finding rates, rough marble, points within the 
lighterage limits of New York Harbor, N. Y., to Chicago and 
South Chicago, Ill., and St. Louis, Mo., unreasonable to extent 
they exceeded the rates contemporaneously in effect on rough- 
quarried marble from Port Chester, N. Y., through New York 
Harbor, to the same destinations. 
Hogs 
No. 24979, Hygrade Food Products Corporation vs. B. & O. 
et al. By Examiner Harold M. Brown. Proposes reparation on 
finding inapplicable rates, hogs, in double-deck carloads, and 


' cattle, in carloads, points in Kansas, Missouri and Oklahoma, to 


Wheeling, W. Va. Applicable rates were the combination rates 
to and from East St. Louis as modified by the rule in Agent 
Jones’ I. C. C. U. S. 1. 
Coal 
No. 24990, Deford Co. vs. N. & W. By Examiner W. R. 
Brennan. Recommends dismissal on finding rates, bituminous 
coal, points in West Virginia to Luray, Va., not unreasonable. 


Puzzolan Cement 


No. 24717, Southern Cement Co. vs. A. G. S. et al. By 
Examiner George M. Curtis. Proposes dismissal on finding not 
unreasonable rates, puzzolan cement, North Birmingham, Ala., 
to various destinations in official territory. Some shipments 
misrouted and rates on others found to have been inapplicable. 
Overcharges to be refunded. 


Citrus Fruits 


No. 24445, Holliday Fruit Co., Inc., vs. A. B. & C. et al. 
By Examiner Alfred G. Hagerty. Proposes dismissal on find- 
ing through combination rates, citrus fruits, inbound from 
Florida producing fields to Atlanta, Ga., and outbound from 
there to destinations in southern, central and western trunk- 
line territories, in reference to which “packing-in-transit” priv- 
ileges are not allowed at Atlanta, not unreasonable or otherwise 
unlawful, 

Cabbage 


No. 22268, Tri State Traffic Co. vs. I. C. et al. By Examiner 
Edgar Snider. Upon rehearing findings in original report, 179 
I. C. C. 181, that rates on cabbage, in carloads, from certain 
points in Wisconsin to Birmingham, Ala., were not unreason- 
able in the past but unreasonable for the future modified to 
the extent that rates for the future are not prescribed but left 
in abeyance pending decision in I. & S. No. 3705, vegetables 
from, to and between points in the south. 


Wooden Billets 

No. 24731, Hanna Manufacturing Co. vs. A. C. L. et al. By 
Examiner T. P. Wilson. Rates, wooden billets, points in Penn- 
sylvania and Ohio to Athens, Ga., were are and for the future 
will be unreasonable to the extent they exceeded, exceed, or 
may exceed corresponding eleventh-class rates, minimum 60,000 
pounds. Reparation proposed. Some shipments undercharged 
and one found overcharged. Collection of outstanding under- 
charges may be waived. 


Sheep and Hogs 

No. 23302, Standard Packing Co. et al. vs. U. P. et al. By 
Examiner William A. Disque. Upon further hearing, weight 
bases determined for computing reparation under rates found 
reasonable in original report, 178 I. C. C. 203, to Los Angeles, 
Calif., on sheep, in double-deck carloads, from points in Utah, 
Idaho, Montana, and Wyoming, and on hogs, in single-deck and 
double-deck carloads, from points in Idaho. Examiner said 
reparation should be awarded on basis of the destination weights 
where available, subject to the minima described in the original 
report, and that where destination weights were not available 
Teparation should be awardel on single-deck hogs on basis of 
carload weight prescribed in the original report for the size of 
its plus 10 per cent, and for double-deck hogs on the 
asis of the average weights shown for other double-deck ship- 
ments made by each respective complainant, 


Lumber 
» No, 25016, Thurn-Maxson Lumber Co. vs. C. & O. et al. By 
Xaminer Carl A. Schlager. Recommends dismissal on finding 
not unreasonable or otherwise unlawful rates, lumber, Delaware, 
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O.,Ao0 South Bend, Ind., and Chicago and Freeport, Ill., and from 


rdington, O., to Brantford, Ont. 







\ /, Dump Trucks 


/“Ne. 26132, Barnard Curtiss Co. vs. C. M. St. P. & P. By 
xaminet Leland F. James. Proposes reparation of $54.46, on 





extént it exceeded present rate of 53 cents. 
Corn 
No. 25177, H. C. King & Sons, Inc., vs. C. M. St. P. & P. et 
al. By Examiner Leland F. James. Proposes dismissal on find- 
ing applicable, rates, corn, Burbank, Springfield and Jefferson, 
S. D., to Chicago, IIl. 


finding/unreasonable, rate, two self-propelling dump trucks with 
ae traction, Milwaukee, Wis., to Rushford, Minn., to 


COLLATERAL FOR R. F. C. LOANS 


The Commission, by division 4, has dismissed an applica- 
tion in Finance No. 9533 in which the receiver of the Mobile & 
Ohio Railroad Co. asked authority to issue $1,079,599 of receiv- 
er’s certificates as security for a loan from the Reconstruction 
Finance Corporation, holding that such authority was not re- 
quired. It followed its decision to the same effect in Denver & 
Rio Grande Western bonds, 184 I. C. C. 363. It said it was of 
the opinion that under the provisions of section 5 of the R. F. C. 
act it was unnecessary to procure the Commission’s authority 
under section 20a of the interstate commerce act to issue receiv- 
er’s certificates either as direct obligations for a loan from the 
R. F. C. or as collateral security for other securities issued to 
evidence such loan. 


L. & N. ABANDONMENT IN KENTUCKY 


The Louisville & Nashville Railroad Co. has been author: 
ized by the Commission, by division 4, in a report in Finance 
No. 9057, Louisville & Nashville Railroad Co. abandonment, ta 
abandon its line of railroad extending from Cliffside to Irvine, 
Ky., about 77 miles, subject to the condition that if desired by 
Jessamine and Madison counties, or either of them, the L. & 
N. shall transfer to them, or either of them, the bridge cross- 
ing the Kentucky River at Valley View for conversion into a 
highway bridge. 

The Madison Fiscal Court, by J. D. Goodloe, county judge, 
and other protestants intervened in opposition to the granting 
of the application. The Commission said that motor transpor- 
tation on the good roads which had been built in recent years 
had deprived the branch of nearly all passenger traffic and 
most freight traffic except heavy low grade commodities, and 
that even coal had recently moved by truck in considerable 
quantities from eastern Kentucky to points between Irvine and 
Richmond. It said further it was estimated that 40 per cent 
of the coal used in Madison county came in by truck. 

The Commission said the record indicated that the traffic 
on the line sought to be abandoned was insufficient to support 
it and that its operation was a burden upon the applicant’s 
resources and upon interstate commerce. It said it did not 
indicate that the inconvenience which some of the communities 
served might suffer from the abandonment would be sufficient 
to counterbalance the applicant’s loss from the operation. It 
said the communities which would be most inconvenienced fur- 
nished comparatively little traffic to the railroad, and, with 
existing highways and the motor equipment available, it was 
apparent they would not lack efficient transportation facilities. 


ROCK ISLAND ABANDONMENT 


A recommendation that the Commission find that the pres- 
ent and future public convenience and necessity permit the 
Chicago, Rock Island & Pacific Railway Co. to abandon a 
branch line in Pipestone and Rock counties, Minn., extending 
from Trosky to Jasper, approximately 8.73 miles, has been made 
by Examiner J. S. Prichard in a proposed report in Finance 
No. 9284, Chicago, Rock Island & Pacific Railway Co. proposed 
abandonment. The application was opposed at the hearing. 
The examiner said it appeared that all the protests were in 
behalf of the commercial interests of Jasper, the terminus of 
the branch. He said the weight of the evidence was that the 
loss of the branch would cause very little inconvenience or loss 
to shippers having places of business in Jasper for the reason 
that they might avail themselves of the use of the line of the 
Great Northern which also serves that village. Furthermore, 
he added, the Great Northern had offered to take over and op- 
erate a portion of the branch in Jasper on which certain busi- 
ness enterprises were located. Applicant said it had had prac- 
tically no passenger business on the branch in recent years, 
due to increased use of motor vehicles. In 1931, it said, only 
eight passengers used the line. The branch, according to ap- 
plicant, had deficits of $10,455.39 in 1928, $11,320.66 in 1929, 
$8,201.04 in 1930, and $7,124.17 in 1931. 
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PETITIONS FOR REHEARING, ETC. 


1. & S. 3130, part 18, Consolidated southwestern cases, export, im- 
port and coastwise rates. A. C. Fonda, for Texas lines, asks vaca- 
tion of suspension orders insofar as they affect rates on canned goods 
and bagging and ties, carloads, moving from Texas ports to various 
destinations in Texas. 

No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S. et 
al. Defendants, by J. E. Tilford, Chairman of Southern Freight As- 
sociation, their agent, asks further modification and amendment of 
the order entered herein on February 27, 1929, as modified and amended 
by order entered herein on June 13, 1932, so as to become effective 60 
days after effective date of order or orders to be entered in I. & S. 
3234, fresh meats and packing house products to, from, and between 
points in southern territory, instead of September 2, 1932, insofar as 
said order embraces commodities included in said I. & 8S. 3234. 

No. 21442, Wickes-Boiler Co. vs. P. M. et al. and No. 23021, Sub. 1, 
Wickes Boiler Co. vs. C. & N. W. et al. Complainants asks oral hear- 
ing and argument herein. 

No. 21894, Lehigh Stone Co. vs. B. & O. et al. C. IL. & L. asks 
modification of orders herein so as to permit the publishing by it of 
a carload rate of 60 cents per net ton of 2,000 pounds plus emergency 
charge on crushed stone from Monon, Ind., to Dinwiddie, Ind. 

No. 23205, Sub. 2, Nebraska Certificate Potato Growers Coopera- 
tive et al. vs. Arkansas Railroad et al. Complainants ask reconsidera- 
tion by and reargument before full Commission. 

No. 23598, Rea-Patterson Milling Co., Haz. W. Read, Jr., and 
C. O. Ross, Receivers, vs. M. P. et al., and No. 23599, Rea-Patterson 
Milling Co., Haz. W. Read, Jr., and C. O. Ross, Receivers, vs. M. P. 
Complainant asks further hearing therein. 

No. 24778, Shreveport Chamber of Commerce on behalf of Louisi- 
ana Iron & Supply Co. vs. Burlington-Rock Island et al. Complainant 
asks reconsideration to decision in this case, by Cémmission. 

No. 25193, Smith Bros., Inc. vs. E. J. & E. et al. The K. C. S. 
and T. & Ft. S., defendants herein, ask dismissal of the complaint 
as to each of them. 

No. 25372, Yuma County Farm Bureau Marketing Association, et 
al., vs. S. P. et al. Pacific Motor Transport Co., defendant herein, 
asks dismissal of the complaint as to it, upon the ground that it is 
engaged in the transportation of intrastate commerce and not inter- 
state commerce subject to any regulation by the Commission. 

No. 23044, Blue Ridge Glass Corporation vs. A. & B. B. et al. 
Complainant asks reopening, further hearing, and reconsideration. 

No. 22314, Liberty Lime & Stone Co., Inc., vs. A. & R. et al. De- 
fendants ask postponement of effective date of order. 

No. 14150, Corporation Commission of Oklahoma vs. A. & S. et al. 
Defendants ask reconsideration and reargument of descision of the 
Commission made and entered May 2, 1932, in so far as said decision 
modifies fourth section order No. 9133, or, in the alternative, a peti- 
tion for extension of effective date of the modified fourth section 
order from October 2, 1932, until ninety days after the effective 
date of the decision of the Commission to be rendered in connection 
a investigation as to rates on cottonseed products in No. 17000, 
part 8. 

No. 21876, G. W. Capps et al. vs. N. S. et al., and No. 23299, 
Baker Produce Corporation et al. vs. B. & E. et al. Complainants 
ask further hearing herein. 


No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 
al., and associated cases. Southwestern carriers ask modification of 
report and order herein and the elimination of its requirement in so 
far as it relates to the maintenance of certain rates at points in the 
state of Missouri. 

1. & S. 3764, Storage in transit at New Haven, Conn. The N. Y. 
N. H. & H. asks that the Commission reconsider the petition filed 
on June 22nd, and withdraw its order of July 14, 1932, denying the 
petition, and in lieu thereof issue an order vacating the suspension 
of its tariff ICC F-3228, which suspension is in effect at present in 
compliance with order in I. & S. 3764. 

0. 24216, and Sub 1, St. Johns Co-Operative Association et al. 
vs. G. T. W. et al. and No. 24065, Millett Elevator Co. vs. G. T. W 
et al. Defendants ask reopening, reargument and/or reconsidera- 
tion by entire Commission. 

No. 25447, El Paso Packing Co., Inc., et al. vs. A. T. & B3. F. 
etal. A. T. & S. F. for itself and account of other defendants asks 
dismissal of the complaint. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et al. 
and associated cases. Southwestern lines, defendants, asks modifi- 
cation of orders herein to eliminate therefrom commodity pig iron 
in carloads in so far as said orders require revision in rates thereon. 

No. 18364, Georgia Public Service Commission vs. A. CGC. L. 
Brooks-Scanlon Corporation, Wilson Cypress Co., Cummer Cypress 
Co. and Wilson Lumber Co. of Florida, intervening Florida log ship- 
pers, ask further hearing in, and reconsideration of, this proceeding. 

No. 24112, Pennsylvania Macaroni Co. vs. T. & N. O. et al. Com- 
plainant asks reopening for reconsideration before entire Commission 
and vacating and setting aside decision of division 3 in connection 
therewith. 

No. 23476, and Subs, Smith & Scott, Inc., et al. vs. A. T. & S. F. 
et al. Complainant, Smith & Scott, Inc., in a separate petition, asks 
reopening and consideration by Commission en bane and/or reopen- 
ing for presentation of further evidence. 

No. 15741, and Sub 1, Parkersburg Rig & Reel Co. vs. C. B. & 
Q. et al. Complainant asks modification of findings of division 2 
therein so as to make the basis for reparation awarded on rig irons 
conform to the basis found reasonable by the entire Commission in 
Parkersburg Rig & Reel Co. vs. C. R. I. & P., 182 I. C. C. 503. 

No. 25447, Sub 1, George Cole et al. vs. Apache et al. A. T. & 
S. F., for its own account and for account of other defendants, asks 
dismissal of the complaint. 

1. & S. 3130, part 18, Southwestern Cases. Southwestern carriers, 
respondents, ask vacation of order forthwith in so far as it applies to 
binder twine, carloads, in respect of requirements suspending the can- 
celation 5 commodity rates applicable on export, import or coast- 
wise traffic. 


No. 23922 (and Subs. 1 and 2), Siemer Milling Co. et al. vs. Penn- 
sylvania et al., No. 24289 and Sub. 1, Farmers’ Grain Co. et al. vs. I. 
Cc. et al., and No. 24346, Decatur Malleable Iron Co., Inc., vs. C. M. 
St. P. & P. et al. Defendants ask modification of findings and order 
of the Commission. 

No. 24230, Traffic Bureau-Lynchburg Chamber of Commerce for 
Wray, Goodwin & Keyt, Inc., vs. A. C. L. et al. Complanant, in a 
second petition, asks reopening for determination of facts. 

No. 24275, Traffic Bureau, Lynchburg Chamber of Commerce for 
Williams & Mokeithan Lumber Co. vs. Southern et al. Complainant 
asks reopening of this case for determination of facts. 

No. 24658, Traffic Bureau, Lynchburg Chamber of Commerce for 
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Wray, Goodwin & Keyt, Inc., vs. N. & W. et al. 
reopening of this case for determination of facts. 

No. 25441, Carolina Shippers’ Association, Inc., et al. vs. A. C1 
et al. Reading Co. and L. V., joint lessees of Ironton Railroad, ask 
dismissal of the complaint as to the Ironton Railroad. 

No. 18364, Georgia Public Service Commission vs. A. C. L. State of 
Florida and Florida Railroad Commission ask for further hearing jp 
and reconsideration of, the above proceedings. ; 


Complainant asks 


UNCONTESTED FINANCE. CASES 


Report and order in F. D. Nos. 9419 and 9512, authorizing (j) 
the Maryland & Delaware Seacost Railroad Co. to acquire and operate 
a line of railroad formerly owned by the Maryland & Delaware Coast 
Railway Co., in Caroline county, Md., and Kent and Sussex counties, 
Del.; (2) the Maryland & Delaware Seacoast Railroad Co. to issye 
at par, not exceeding $87,000 of capital stock, consisting of 1,74) 
shares of the par value of $50 each, in connection with said acquigj. 
tion, condition prescribed (provided, however, and authority to isgye 
said stock is granted upon the express condition, that the applicant 
in recording the acquisition of said railroad, pursuant to the Com. 
mission’s accounting classifications, shall record the money yalye 
of the consideration to be paid therefor at an amount not in ex. 
cess of the par value of the stock herein authorized To be issued, and 
shall submit the related journal entries to this Commission for ap. 
proval), and (3) denying request for permission to retain excess 
earnings, approved. 

Report and certificate in F. D. No. 9518 permitting the Oregon 
Short Line Railroad Co. to abandon part of its Old Cache Valley 
branch in Cache county, Utah. Approved. : 


FINANCE APPLICATIONS 


_Finance No. 9597. Missouri Southern Railroad Co. asks authority 
to issue $125,000 of first mortgage 6 per cent goid bonds, maturing in 
three years, for pledgling with the R. F. C. as collateral for a loan 
of $99,200, approved by the Commission in Finance No. 9336. 

Finance No. 9598. Hoboken Manufacturers Railroad Co. asks 
authority to borrow not exceeding $320,000 and to issue notes there- 
for payable in three years from December 31, 1932, bearing 6 per cent 
interest, in part in connection with rearrangement of facilities to 
accommodate vessels of Seatrain Lines, Inc., now operating a vessel 
handling freight cars between New Orleans and Havana, but which, 
according to applicant, contemplates operating through the port of 
New York with two vessels now under construction. Applicant pro- 
poses to issue note for $80,000 payable to Seatrain Lines, Inc., and 
notes for $80,000 and $160,000 to the Hoboken Land & Improvement 
Co. Of the total $160,000 will be used to meet rent and taxes and 
approximately $160,000 will be used for the purchase of a locomotive 
and six flat cars and for rearrangement and improvement of appli- 
cant’s terminal facilities in order to handle the Seatrain vessels. Ap- 
plicant said it would not press application heretofore filed for loan 
from R. F. C. 

Finance No. 9574. Amended petition of Hartford Eastern Rail- 
way Co. to abandon operation of its line from Hartford to Monte 
Cristo, Wash., approximately 42 miles. 

Finance No. 9596. Columbus & Greenville Railway Co. asks au- 
thority to issue $100,000 of first lien 6 per cent equipment trust notes 
to be used as collateral security for loan of like amount from R. F. 
C. requested in Finance No. 9565. 

Finance No. 9594. Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. asks authority to pledge to the Railroad Credit Corporation 
for loans its equity in $6,250,000 of first refunding mortgage 5% per 
cent bonds, series B, the interest of which is guaranteed by the 
Canadian Pacific. Applicant said it had borrowed $3,217,890 from the 
credit corporation which had asked that additional collateral be 
posted for the loans. 

Finance No. 9599. Fairport, Painesville & Eastern Railway Co. 
asks authority to construct and operate an extension from its eastern 
terminus at Harpersfield shale beds, Ashtabula county, O., to a con- 
nection with the Pennsylvania Railroad at Austinburg, O., 7.55 miles. 


COMMISSION ORDERS 


Finance No. 5669, Prescott & Northwestern, excess income. Time 
for compliance with order dated February 1, 1932, is extended to 
October 30. 

Ex Parte 99, Application of Mississippi Valley Barge Line Co. 
Effective date of order of March 11, 1932, herein, as amended, is post- 
poned until September 26. 1932. 

Ex Parte 103, Fifteen per cent case 1931, In the matter of increases 
in freight rates and charges. Petition of American Excelsior Corpora- 
tion for an order denying any increase in rates upon flax straw denied. 

No. 18364, Georgia Public Service Commission vs. A. C. L. et al. 
Petitions of interveners, Brooks-Scanlon Corporation, Wilson Cypress 
Company, Cummer Cypress Company, and Wilson Lumber Co., and of 
the State of Florida and the Florida Railroad Commission for further 
hearing and reconsideration of this proceeding denied. 

No. 24252, (and Sub 1), George K. Hale Manufacturing Co. et al. 
vs. A. & Y. et al. and No. 24172, Carolina Button Corporation vs. A. 
A. et al. Order modified to become effective on November 21, 1932, 
upon not less than 30 days’ notice, instéad of September 21, 1932. 

Finance No. 8770, Minneapolis & Rainy River abandonment. Pe- 
tition of Deer River Commercial Club, Big Fork Commercial Club, and 
Grand Rapids Commercial Club, interveners, for rehearing, denied. | 

Finance No. 3644, Brooklyn Eastern District Terminal, excess In- 
come. Order of October 30, 1931, completing and transmitting a tenta- 
tive. recapture report determining the excess net railway operating 
income received and held as trustee for the United States by the 
Brooklyn Eastern District Terminal, is canceled. 

Finance No. 9207, Application of N. & W. for certificate to abandon 
its line of railroad between Lenore and Wayne, W. Va. Public Serv- 
ice Commission of West Virginia permitted to intervene. 

Finance No. 7775, Yreka Railroad stock, and Finance _ No. 7780, 
Yreka Railroad proposed construction. Application dismissed for want 
of prosecution. . 

No. 25270, Calcite Quarry Corporation et al. vs. Reading et 4l. 
H. E. Millard permitted to intervene. 

No, 25397, Mid-West Forging Co. vs. Alton et al. 
Corporation permitted to intervene. | 

No. 25383, Herzog Lime & Stone Co. vs. C. M. St. P. & P. et 4 
Ohio Hydrate & Supply Co. permitted to intervene. - 

No. 22379, Southern Association of Stove Manufacturers et al. VS. 
A. Cc. L. et al. Order further modified so as to become effective 
November 13, 1932, upon not less than 30 days’ notice. T & 
No. 23205 et al., Nebraska State Railway Commission vs. A. T. 
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August a7, 1932 


s. F. et al. Order modified to become effective on October 1, 1932, upon 
not less than 15 days’ notice. aie ; 

No. 25256, Public Service Commission of Wyoming vs. A. T. & 
s. F. et al. Board of Railroad Commissioners of State of South 
Dakota permitted to intervene. 

No. , West Coast Lumbermen’s Association et al. vs. A. C. 

& Y. et al., No. 22087, California White & Sugar Pine Manufacturers’ 
Association vs. A. C. & Y. et al., and No. 22314, California Redwood 
‘Association vs. A. C. & Y. et al. Petition filed by complainant in 
No. 22314 for modification of order herein, denied. 
"Finance No. 9094, Florida East Coast proposed abandonment. 
Motion of city of Jacksonville Beach, Fla., intervener, for an order 
staying all proceedings pending the final determination of certain 
pending litigation, denied. 

Finance No. 8849, application of Kiowa, Hardtner & Pacific for 
authority to operate its railroad. Application of K. H. & P. dismissed 
upon applicant’s request. 

No. 25270, Calcite Quarry Corporation et al. vs. Reading et al. 
Annville Stone Co. permitted to intervene. 

No. 25383, Herzog Lime & Stone Co. vs. C. M. St. P. & P. et al. 
National Lime & Stone Co. permitted to intervene. 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Lion Oil Refining Co. 
permitted to intervene. 

No. 25430, California Live Stock Commission Co, et al, vs. A. T. 
&S. F. et al. Breedlove Live Stock Commission Co., Charles R. Breed- 
love, T. B. Breedlove, Daggett-Keen Commission Co. and R. H. Mason 
permitted to intervene. 

No. 25419, Fairbanks-Morse & Co. et al. vs. A. & S. et al. Wright 
& Wagner Dairy Co. permitted to intervene. 

No. 25340, Hansen Packing Co. vs. B. & O. et al. John Morrell 
& Co., Jacob E. Decker & Sons and Rath Packing Co. permitted to 
intervene. 


SUSPENDED TARIFFS 


In I. and S. No. 3789, the Commission has suspended from 
August 20 until March 20, schedules in Chicago, Milwaukee, St. 
Paul & Pacific I. C. C. No. B-6388, and B. T. Jones’ I. C. C. No. 
2565 and Supplement No. 1 thereto. The suspended schedules 
propose to except from the application of demurrage rules cars 
under-load with unbilled coal held for billing at West Clinton 
and Latta Yards, Ind., on the Chicago, Milwaukee, St. Paul & 
Pacific. 

In I. and S. No. 3791, the Commission has suspended from 
August 20 until March 20, schedules in Supplement No. 9 to 
Missouri-Kansas-Texas of Texas I. C. C. No. C-153, and other 
tariffs of certain Texas lines. The suspension schedules pro- 
pose to increase reciprocal switching charges at Dallas, Ft. 
Worth, Hodge, Waco, and Wichita Falls, Tex., to a minimum 
of $8.10 a car. Present charges are generally $3.15 a car. 

In I. and S. No. 3792, the Commission has suspended from 
August 22 until March 22, schedules in Central Vermont I. C. 
C. No. A-6742. The suspended schedules propose to establish 
storage in transit arrangements whereby freight in package or 
pieces, in carloads, originating within the lighterage limits of 
New York Harbor, when moving via the Central Vermont Trans- 
portation Co., may be stored in transit at New London and 
Thamesville, Conn., and reshipped via the Central Vermont 
Railway to points on the Central Vermont Railway, or via that 
line and its connections to destinations west of the Hudson 
river on basis of through rate from point of origin to final des- 
tination. 

In I. and S. No. 3793, the Commission has suspended from 
August 22 until March 22, schedules in Supplements Nos. 5 and 
6 to Missouri Pacific I. C. C. No. A-8052. The suspended sched- 
ules propose to extend the Kansas City, Mo., rates to include 
points on the Missouri Pacific Railroad between Holden and 
Lamonte, Mo., on grain and grain products, in carloads, when 
to or from points in Kansas, and to extend the Pleasant Hill, 
Mo., proportional rates to also apply to Missouri Pacific Rail- 
road stations on the Warsaw branch, in Missouri, on grain 
originating in southern Kansas. 


LOANS TO RAILROADS 


In the last ten days of July, the Reconstruction Finance 
Corporation, according to its report to Congress and made pub- 
lic by the clerk of the House of Representatives, made loans 
as follows to railroads: Minneapolis, St. Paul & Sault Ste. Marie 
Railway Co., $5,000,000; Denver & Rio Grande Western Railroad 
Co., $1,000,000; Buffalo, Union Carolina Railroad, $53,960; New 
York, Chicago & St. Louis, $700,000, and Texas, Oklahoma & 
Eastern Railroad Co., $108,740. These loans were made after 
the Commission had approved the applicants’ requests for loans. 
The railroad applications for loans and the Commission action 
thereon are made public. The R. F. C. has not been making 
public the payments to railroads under loans approved by the 
Commission. 

On supplemental application in Finance No. 9268, Baltimore 
& Ohio Railroad Co. reconstruction loan, the Commission, by 
division 4, has approved a loan to the Baltimore & Ohio by the 
R. F. C. of not to exceed $31,625,000 for three years to refinance 
- part the applicant’s $63,250,000 of 20-year 4%% per cent con- 
Vertible gold bonds maturing March 1, 1933. The Commission 
has heretofore approved a total of $32,500,000 in loans from 
the R. F. C. to the Baltimore & Ohio. The applicant proposes 
to meet the maturity of the $63,250,000 of bonds by paying 


The Traffic World 


PAGE 377 











half in cash from the loan to be obtained from the R. F. C. 
and half in bonds bearing 5 per cent interest. As collateral 
security for the loan of $31,625,000 and the aggregate loans of 
$32,500,000 heretofore approved, the Commission said the B. & 
O. should pledge with the R. F. C. the following: (a) $31,625,- 
000, principal amount, of the applicant’s refunding and general 
mortgage, series E, 6 per cent bonds, due April 1, 2000; (b) 
250,000 shares of the capital stock of the Alton Railroad Com- 
pany, less a sufficient number of shares necessary to qualify 
directors of that company; (c) 52,582 shares of the common 

pital stock and 52,519 shares of the preferred capital stock of 
he Cincinnati, Indianapolis & Western Railroad Company, less 
a sufficient number of shares necessary to qualify directors of 
that company; (d) certificates of beneficial interest for 159,050 
shares of the common capital stock, 8,000 shares of the second 
preferred 4 per cent non-cumulative stock and 165,544 shares 
of the first preferred 7 per cent cumulative stock of the West- 
ern Maryland Railway Company; and (e) $2,995,550 par value, 
of the common capital stock of the Buffalo & Susquehanna 
Railroad Corporation. 


PRACTICES OF CARRIERS 


The Traffic World Washington Bureau 


Further hearing in Ex Parte 104, practices of carriers af- 
fecting revenues or expenses, part 6, warehousing and _ storage 
of property by carriers at the port of New York, was begun 
August 22 before Director Bartel, of the Commission’s bureau 
of service, and Examiner Cheseldine. 

After some supplementary evidence had been submitted by 
R. B. Sturm, of the Commission’s bureau of inquiry, and by 
witnesses presented by J. J. Hickey, counsel for the Ware- 
housemen’s Protective Committee, D. T. Lawrence, vice-chair- 
man of the Traffic Executives’ Association, eastern territory, 
discussed in a general way the attitude of the railroads at New 
York on the subject of warehousing and storage of property. 

Questioned by W. J. Larrabee, Mr. Lawrence said he did 
not consider it practicable to base storage in transit charges 
on actual cost. One reason, he said, for taking that position 
was that the costs were not definitely ascertainable. He also 
said the question of competition entered into the matter and 
that competition would defeat any desire of the carriers to put 
charges on the basis of cost if cost could be ascertained. He 
said the carriers had to take into consideration the fact that 
the shipper looked at the total cost of transportation and indi- 
cated that he did not think every transportation service per- 
formed by the railroads could be put on a cost basis. He said 
it was inexpedient to make every individual service stand on 
its own bottom. 

It was brought out that the railroads’ storage and handling 
charges at New York were generally lower than those at the 
south Atlantic and Gulf ports. Mr. Lawrence pointed out, how- 
ever, that the present class and commodity import rates to 
Chicago, for example, were generally lower from south Atlantic 
and Gulf ports than from New York. 

Mr. Lawrence said if the railroads serving New York 
should attempt to decrease rates and increase their storage 
charges, the effect would be an increase in storage charges but 
not a decrease in rates because of competition from the lines 
serving the southern ports, and the action they would take if 
the northern lines reduced their rates. He said the northern 
carriers would like to obtain remunerative revenue on the 
handling and storage of traffic but that any attempt to do that 
would result in loss of traffic. 

In a nutshell, he said, assuming the northern carriers had 
some advantage in storage and handling charges, why should 
they give that up when they had a disadvantage in rates? To 
increase storage and handling charges, he said, would decrease 
their competitive opportunity for the transportation of traffic. 

Mr. Hickey submitted through H. E. S. Wilson a letter from 
Governor Roosevelt, of New York, to S. J. Steers, chairman of 
the piers committee of the Warehousemen’s Association of the 
Port of New York, as to storage on canal property goods. The 
governor said that, after careful study, he found that there was 
no express legal warrant for accepting storage on canal property 
goods other than those which had been transported or were 
destined for transportation on the barge canal. He said a few 
permits for non-canal freight were being canceled as rapidly as 
circumstances warranted. He indicated that storage of non-canal 
freight by the canal was competition of the state with private 
business, of which he did not approve. As to the question of 
time for which canal freight should be granted storage facilities 
at terminals, the governor said: 


You have made the point that such storage should be purely tem- 
porary and not such as to place the barge canal terminals in com- 
petition with public warehouses privately owned. On this point 
there is no difference of opinion as to what the law provides. The 
authority given is for ‘‘temporary storage’’ only. The position taken 
by the Division of Canals and expressed to you by the Commissioner 
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of Canals in his letter of March ninth is that the word temporary 
raises a question of fact which must be determined by the circum- 
stances of each particular case. I can assure you, however, that 
the discretion which inevitably rests with the officers of the division 
of canals to determine what is temporary will not be abused, but 
that storage at the terminals will be permitted only for a reasonable 
period to permit orderly transshipment or transfer and that it will 
not be extended to include the furnishing of storage space in competi- 
tion with public storage warehouses. In the case of goods awaiting 
canal shipment such an interpretation must of course be broad enough 
to allow for delays in obtaining barge space and for interruption or 
delay of canal traffic. 


Mr. Lawrence said he would like to see uniformity in han- 
dling and storage charges at the north Atlantic ports but he 
added he was not therein referring to the port differentials in 
the rate adjustment. In the course of his examination the wit- 
ness said he thought that the storage rates at New York were 
too low but did not think it was expedient to increase them 
now. He made a point of what he termed shipper psychology. 
He said if a shipper had been paying 40 cents and that charge 
was raised to 45 cents, the shipper would do everything he 
could to avoid paying the higher charge. 

Under examination by C. E. Cotterill, representing the Bush 
Terminal and other New York warehousing interests, Mr. Law- 
rence said the charges in issue would not be increased to the 
basis sought by Mr. Cotterill’s clients. It was also developed 
that the railroad freight traffic men were opposed to an in- 
crease in the charges. 

Mr. Cotterill pursued a course of questioning in an effort to 
show that competition between New York and the south Atlan- 
tic and Gulf ports was not the reason for the maintenance of 
the storage and handling charges at New York. Mr. Lawrence 
remarked that obviously where southern ports were at a disad- 
vantage, the necessity for maintaining the present charges at 
New York did not exist. Mr. Cotterill asked as to kinds of 
traffic that moved via southern ports and not via New York and 
whether there was competition in those instances that justi- 
fied the charges at New York. The witness agreed that “if 
you can find those commodities,” there would not be competi- 
tion. 

Mr. Cotterill inquired whether the place to reflect compe- 
tition was not in the rates rather than in the storage charges. 
Mr. Lawrence agreed but said it was inexpedient for the rail- 
roads to do that now. The witness was also asked about the 
charges on export traffic but he said he did not know what 
the “eastbound charges” were. Mr. Cotterill asked if they were 
not four to ten times the charges on import traffic and wanted 
to know why as to the “great disparity.”” The witness said he 
had not considered “any disparity.” He said he knew the 
eastbound charges to be higher than the westbound. Director 
Bartel evinced interest in this phase of the matter and asked 
for an explanation as to the difference in the charges on export 
and import traffic. Mr. Lawrence said the railroads had low 
rates westbound and were reluctant to increase them now. 
He thought that the higher eastbound charges might be subject 
to change. It was at this point that Mr. Lawrence referred to 
the shipper psychology that balked at increases in charges. 
Mr. Bartel also inquired about railroads paying more for storage 
service than they received from the shippers for such service 
and inquired whether the situation would not be improved if 
all the carriers made the same charges. Mr. Lawrence said all 
the carriers were afraid to do anything in the way of increas- 
ing the charges at this time because of loss of business that 
they feared would result. 


Robert M. White, superintendent of the Morris and Essex 
division of the Delaware, Lackawanna & Western, discussed the 
Lackawanna’s facilities and practices at Hoboken, N. J., in the 
light of statements made with respect thereto at the previous 
hearing by Mr. Sturm, a Commission witness. He told of the 
abandonment of the old Ferry Street freight station in Hoboken 
and its transfer to Grove Street, Jersey Avenue, Sixteenth Street 
and Highteenth Street in Jersey City and explained why the 
change was made. He said the company would not have been 
able otherwise to meet conditions that had developed in that 
area. He also answered other questions that had arisen as the 
result of testimony given by Mr. Sturm. Other witnesses who 
testified on behalf of the Lackawanna were W. J. Northhup, 
president and manager of the Lackawanna Terminal Ware- 
houses, Inc., W. L. Lozier, and P. D. Jonas. 

On behalf of the New York Central, H. M. Bassett, assistant 
controller, and H. P. Hannan, supervisor of demurrage, submitted 
exhibits containing statistics on public merchandise warehous- 
ing and the percentage of floor space occupied, for the states of 
New York, New Jersey and Pennsylvania, for metropolitan New 
York, for nearby New Jersey and for the United States. Similar 
statistics were furnished as to tonnage received for storage and 
delivered on arrival. Other exhibits related to cold storage 
warehousing. 

V. M. Wellman, assistant general land and tax agent, and 
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R. C. Randall, superintendent of the New York terminal diy, 
sion, of the Erie Railroad, dealt with the leasing of pier 67 j 
New York Harbor. This testimony was in support of the Erie; 
contention that efforts were made to obtain a low rental on th 
pier. 

The hearing was concluded at noon August 24 when Directo 
Bartel announced that briefs should be filed by October 22. Thi, 
was to be the date in the event the Commission denied a moti, 
made by F. E. Brown, on behalf of the Port of New York Autho,. 
ity, for extension of the investigation to other north Atlantic 
ports. Director Bartel said the motion would be submitted t 
the Commission for ruling. A previous motion to the same effec 
was denied by the Commission without prejudice to its renewa| 
at the close of the taking of testimony. Mr. Brown, therefore 
renewed the motion at the close of the hearing. Mr. Hickey 
opposed granting of the motion. 

Mr. Hickey put H. E. S. Wilson and Frank A. Horne on the 
stand in support of the contention that the warehouse statistic 
put in the record on behalf of the New York Central did not 
accurately reflect the situation alleged to be covered by the 
exhibits. Mr. Wilson said the Department of Commerce Statics 
on which the exhibits relating to public merchandise warehous. 
ing were based were not complete . 

W. W. McCoubrey, manager of the traffic department of the 
Boston Port Authority, was put on the stand by Johnston B, 
Campbell to rebut testimony given by Mr. Lawrence. T. P. 
Healy, for the carriers, and Parker McCollester, for the state of 
New York, objected vigorously to Mr. McCoubrey’s testimony but 
Director Bartel permitted the witness to proceed and denied 
motions that it be stricken from the record. Mr. Bartel said he 
admitted the testimony and an exhibit as rebuttal testimony only. 
The objections to the testimony were grounded on the contention 
that the Boston witness was attempting to inject into the investi- 
gation the Boston contention that it is at a disadvantage with 
the port of New York. 

Mr. McCoubrey took exception to a statement male by Mr. 
Lawrence to the effect that storage in transit as performed by 
the truck lines serving the port of New York was somewhat dit. 
ferent from arrangements in effect at other north Atlantic ports, 
He said the only difference relative to handling storage-in-transit 
freight at the various north Atlantic ports was that at New York, 
due to its peculiar location and to the rail-heads being separated 
from most of the important steamship piers by waters of the 
harbor, a lighterage movement was necessary before the freight 
could be stored on railroad property. Mr. McCoubrey said that 
Mr. Lawrence’s testimony to the effect that the low charges 
should be maintained at their present level in order that New 
York might be on an equal basis with the other north Atlantic 
ports was erroneous, as New York at the present time enjoyed 
an equality in the matter of storage and handling rates with 
Philadelphia, Baltimore, and Norfolk, but had a decided ad- 
vantage over these ports in the matter of insurance rates, and a 
great advantage over the port of Boston in all three, namely, 
storage, handling, and insurance rates and charges. He referred 
to specific instances of diversions of traffic from Boston to New 
York, as he said, in further substantiating his rebuttal of Mr. 
Lawrence’s testimony that the rates and practices indulged in 
by the respondent carriers at New York were necessary for that 
port to meet the competition of other ports. 

Mr. Campbell asked the witness whether it was _ possible, 
under the practices shown by the record to be indulged in by 
the carriers at New York, and especially in regard to the low 
storage rates, low hanlling charges, and low insurance rates, for 
any other port to compete successfully with the port of New York 
if the competing port did not have the benefit of such practices. 
Mr. McCoubrey replied that it was impossible and that Boston 
had lost many thousands of tons of traffic in those commodities 
directly attributable to the practices indulged in at New York 
harbor. 


EXCESS INCOME REPORTS 


Finance No. 3644, Brooklyn Eastern District Terminal excess 
income, Revised tentative recapture report of the Commission, 
by division 1. Revised tentative determination that carrier has 
recapturable excess net railway operating income of $430,696.18 
attributable to the years 1922 to 1927, inclusive, based on values 
for rate-making purposes ranging from $5,900,000 in 1927 to 
$6,180,000 in 1923. 


TENTATIVE VALUATIONS 


Valuation No. 1101, tentative valuation report on property of 
Indian Valley Railroad Co. as of December 31, 1927. By the 
Commission, division 1. Final value, owned and used property, 
$645,000. 

Valuation No. 1112. Tentative valuation report on prop 
erty of Nez Perce & Idaho Railroad Co., as of December 31, 
1927. Final value, $160,000. 
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August 27, 1932 


INFORMAL COTTON CONFERENCE 


The Trafic World Washington Bureau 


Division 2 of the Commission announced through Secretary 
McGinty, August 24, that it had decided it should not exercise 
its authority to suspend the rates, rules and regulations on cot- 
ton involved in the informal conference that had been held. 
The statement issued by the secretary follows: 


Division 2 of the Commission having considered protests and 
requests for suspension of rates, rules and regulations applicable on 
cotton from Arkansas, Oklahoma, Louisiana, Tennessee and south- 
eastern states to certain Gulf ports, principally New Orleans, and 
destinations in southern and official territories and in Canada, filed 
with the Commission to become effective August 27 and September 
6, 1932, has decided that it should not exercise its authority to sus- 
pend in this instance. 

The Commission’s action in thus permitting the protested sched- 
ules to become effective without prior investigation under the authority 
conferred upon the Commission by section 15 (7) of the interstate 
commerce act does not constitute approval thereof, any or all of 
such schedules being subjected to investigation for conflict with any 
provisions of said act upon formal complaint filed in accordance with 
the Commission’s rules of practice. 


The end of the informal conference on cotton rates pro- 
posed by the southwestern and the southern railroads to enable 
them to compete with the unregulated trucks and barges, from 
the cotton growing territory of the southwest, except Texas, 
and from Mississippi valley and southeastern territory to the 
Gulf ports and beyond to southern, Carolina, official, Canadian 
and export territories, begun on August 16 between Commis- 
sioners Aitchison and Tate, representing division 2 and the 
members of the Commission’s board of suspension was not def- 
initely in sight even on the fourth day. The bulk of the testi- 
mony of the protestants then remained unspoken. However, 
there was a definite feeling that the persons remaining unheard 
at that time should cut short what they intended to say so as 
to give the Commission men and division 2 time for consider- 
ing the matter and dispose of the issue which was as to whether 
division 2 should or should not suspend the tariffs bearing ef- 
fective dates of August 27 and later. (See Traffic World, Au- 
gust 20.) 

F. R. Dalzell, traffic manager of the Houston, Tex., Cotton 
Exchange, presented objections to the tariffs similar to those 
put forward by Mr. Mitchell representing the New Orleans 
Joint Traffic Bureau, which was acting for the New Orleans 
Cotton Exchange and other New Orleans cotton interests. He 
said Houston objected because there were no rates in the 
proposal on Texas cotton to Houston; that the rates were un- 
fair to Houston and the tariffs were generally full of infirmities. 
In particular he objected to the spread between the any quan- 
tity flat cotton rates and the rates on the compressed cotton. 
One point he made was that the railroads were making a 
spread equal to $1 a bale between flat and compressed cotton 
when the average cost, to the railroads, of compressing the 
flat bale to bring about heavy carloading would be only 60 
cents. Commissioner Aitchison suggested that that was a mer- 
chandising matter, while the number of cars needed to trans- 
port the two sorts of bales was a transportation matter. 

The witness said that under the any-quantity method of 
stating rates the railroads received about 31 cents for a gath- 
ering service for a distance of about 40 miles, while under the 
proposals under consideration they would receive nothing for 
distances of 50 miles and less. He said the proposals put for- 
ward by Mr. Staley for the Missouri Pacific had done nothing 
toward the elimination of the appalling waste which he had 
said existed in the any-quantity method of stating rates. Mr. 
Dalzell’s proposal was to narrow the spread between the rates 
on flat and compressed cotton. He said Lake Charles, La., a 
competing port, had been given a nice line of truck-competitive 
rates while Houston had not. 

E. H. Thornton, speaking for the Galveston Cotton Ex- 
change and Board of Trade and other cotton interests similar 
to those of Galveston, was prepared to but did not go into the 
rate matters as closely as Mr. Dalzell. He said he intended 
merely to emphasize points made by Mr. Dalzell and take up 
some he had not gone into, the interests of the two ports in 
this matter being about the same. In connection with the use 
of trucks in the cotton trade he observed, by way of answer to 
something that had been said about the Texas law limiting 
truck loads to 7,000 pounds, that 300 injunctions had been is- 
— by Texas judges against the enforcement of that statute. 

he statute, according to Texas judges, has so many phases 
that have not passed under judicial scrutiny that they feel free 
4 restrain its enforcement, or, in some instances, command, 
parte injunctions, enforcement, without, by so doing, 
St —s ing the decision of the Supreme Court of the United 

ates, in No. 826, Ed. Sproles et al. vs. T. Binford, sheriff, et al. 
(See Traffic World, May 28, p. 1143.) 
oan conference was closed August 20 in a two-hour sum- 
- re of the testimony, disposition of the time for the sum- 

ation being placed by Commissioner Aitchison in the hands 
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of R. C. Fulbright, attorney for a large part of the protesting 
element that desired the suspension of the tariffs, and of H. H. 
Larimore, attorney for the proposing southwestern lines. Al- 
though the conference was informal in theory it was formal in 
that those who desired to give information intended to give 
the Commission, division 2, ground for suspension or non-sus- 
pension, were placed under oath and their words taken by 
stenographic reporters and that attorneys argued about the 
matter at the end of the taking of testimony. In fact, the 
whole matter looked like a suspension proceeding without the 
issuance of a formal order of investigation and suspension. 

Before the argument C. B. Bee, traffic advisor of the Okla- 
homa commission, asked for the suspension of designated items 
in the various schedules on account of the infirmities he said 
they contained. Many of the larger shippers in Oklahoma, he 
said, would like to have the schedules go into effect notwith- 
standing the infirmities, while smaller shippers thought the 
infirmities should be corrected before the schedules became 
operative. He objected to the change in rates to the southeast, 
which would put the expense of compression in transit on the 
shipper. 

J. J. Dee, traffic manager at New Orleans of Anderson, 
Clayton & Co., pointed out the objections the port concentra- 
tors had to the new scheme of making rates which the pro- 
testants generally claimed put out of business the port concen- 
trators, who had been forced last leason to use trucks and 
barges for the same reason that constrained the cooperatives 
to use trucks and barges, namely, inability to compete with 
rivals using such facilities. In particular the wide spread, as 
claimed, in the old rates that could be used for the transporta- 
tion of flat cotton and the new rates on compressed cotton, 
claimed the attention of Mr. Dee. There was also objection to 
the free “floating” of small quantities of cotton to compress 
points for distances not exceeding 50 miles. Protestants gen- 
erally contended that the carload rates should not begin to 
apply before the carloads of cotton came into existence. Under 
the so-called free floating the carload rates are extended back 
to the origin points of the small quantities collected for com- 
pression. 

J. D. Hurst, for the Beaumont, Tex., port authorities, said 
that the cotton interests were delighted with the Commission’s 
decision in No. 17000, part 3, Hoch-Smith cotton, but said that 
the proposal of the southwestern lines would leave Beaumont 
at a serious disadvantage with competitive ports. 

Albert Osbourne, general manager of the Union Barge Line 
Corporation, supported the request of that company for the 
suspension of the tariffs. The company contended that if the 
proposed rates were permitted to become effective they would 
affect many interests and would not be for the public good; 
that they would be unreasonably low and in violation of the 
second and third sections of the interstate commerce act. 

Division 2 enlarged itself when the time came for summing 
up the matter by adding Commissioner McManamy to its mem- 
bership. While Commissioner Aitchison and Tate were acting 
as the division there was the possibility of the tariffs being 
allowed to become effective by reason of a tie vote. That 
possibility was avoided by having Commissioner McManamy 
act as a member. 

Mr. Larimore appealed to the Commission to allow the car- 
riers to make this experiment as a method of meeting truck 
competition, without requiring them, because they elected to 
meet competition in some places to require them to elect, as 
he said, to meet it everywhere. That, he said, would be a 
harsh doctrine. The carriers, he suggested, would endeavor to 
meet the views of the Commission wherever possible if it sug- 
gested conditions to be met before the tariffs went into effect. 
Suspension, he said, meant that the carriers would have no 
opportunity to try to meet truck-barge competition in this cot- 
ton shipping season. 


A. L. Reed, in behalf of interior compression interests, said 
that only one shipper had appeared asking for suspension, add- 
ing that that shipper came to the conference here and confer- 
ences in other places in bad faith, to give himself an advantage. 
The injunctive power, to which he likened the suspension 
power, he said, was used not to prevent all injuries but only 
the irreparable ones. The objections raised against these 
tariffs, he said, were technical ones which could be raised 
against every tariff on the Commission’s files. 

Joseph Hattendorf, assistant freight traffic manager of the 
Illinois Central, said that nothing had been taken from New 
Orleans and that the criticism amounted to a declaration that 
the Illinois Central had not done as much as it should have 
done to meet competition. 

“We need the money,” said Mr. Hattendorf, “and we are 
moving conservatively.” 

Mr. Fulbright confined his discussion to the spread between 
the rates proposed on compressed cotton and those on flat or 
uncompressed cotton, saying that those he represented were 
here asking the Commission to make a proper arrangement. At 
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no time, said he, was any one ever able to make a rate struc- 
ture completely satisfactory to both interior and port concen- 
trators. But he said that in every change that the railroads 
had made since the beginning of the conferences on the subject 
of meeting competition the interior interests had been favored 
and that every time the railroads undertook a whack at the 
wastefulness of the old any-quantity system they did something 
to put the port interests out of business. He pointed out that 
the tariffs did not obligate the carriers to furnish cars in which 
flat cotton could be loaded to the required minimum. Mr. Lari- 
more said that they would be changed. 

Mr. Dalzell said that Houston and New Orleans rates had 
always been interrelated but that in the tariffs under consid- 
eration there was no recognition of the interrelation. He said 
that the position of Houston was that the river competition 
should be met and confined to a narrow strip of territory. Com- 
missioner Aitchison, by a question, suggested that the trucks 
did not limit the competition to a narrow strip of territory. 

Mr. Thornton said that Galveston and related interests 
charged that the carriers had gone too far in rates from Okla- 
homa to Carolina territory. He asked for the suspension of 
the proposed rates to domestic mill points. 

C. A. Mitchell said, in speaking of rates from Mississippi 
valley territory to New Orleans, that all New Orleans asked 
was that the railroads give New Orleans interests a rate on a 
fifty-bale minimum of flat cotton reasonably related to the 
37,500-pound minimum on compressed cotton. 

J. K. Moore, for the American Cotton Cooperative Associ- 
ation, defended the spreads which had been attacked by Mr. 
Fulbright, pointing out, among other things, that the figures 
put in by the Missouri Pacific witness, Mr. Staley, showed 
gross ton-mile earnings under the different minimums closely 
approximating one another. 


ROCK ISLAND CONSOLIDATION 

In a brief filed with the Commission in Finance No. 9410, 
application of the Chicago, Rock Island & Pacific Railway Co. 
and subsidiaries for authority to consolidate their properties, 
the Missouri-Kansas-Texas Railroad Co., the Missouri-Kansas- 
Texas Railroad Co. of Texas and the Beaver, Meade & Engle- 
wood Railroad Co. ask the Commission, if it approves the appli- 
cation, to impose a condition requiring applicants to maintain 
existing routes with interveners. 

In their brief in support of their application for authority 
to consolidate their properties, the Chicago, Rock Island & 
Pacific and subsidiaries, referring to the interveners’ request 
as to prohibiting the closing of existing gateways, assert that 
since the application does not affect any existing gateways, 
or routes and channels of trade and commerce, the interven- 
tion is premature. They further assert that all matters relating 
to gateways, divisions of rates, and the making of through 
rates are unaffected by this consolidation. 

“They can go on and be handled just as they are handled 
now,” said they. “In any event, we hope that the Commission 
will not incumber a clean-cut case with a condition of this 
kind.” 

As to interventions of the Wichita Northwestern and the 
Fort Smith, Subiaco & Rock Island, seeking to have their prop- 
erties included in the merger, the applicants also take the 
position that these intervening applications are premature, 
since the application as presented involves an intra-system 
merger of properties already owned through stock ownership. 
They said it would be time enough to consider these properties 
when the Rock Island endeavored to merge with some other 
company. 


LABOR—CONSOLIDATION AND WAGES 


At a meeting in Cleveland, August 24, the Railway Labor 
Executives’ Association, representing some twenty-one organi- 
zations of unionized employes of railroads, adopted a program 
of opposition to further rail consolidations until Congress has 
passed legislation protecting labor from unemployment as a 
result of such consolidations. It was decided to seek early 
action on the Pittman-Crosser six-hour day bill, “in order to 
give employment to some of the 700,000 rail workers now un- 
employed and to increase employment for those now working on 
part time.” : 

The program also included a statement opposing any further 
wage reductions. An effort will be made to place all candidates 
for election in November on record as “for or against a labor 
prosperity program.” 

“We advocate a civil mobilization under civil authority, to 
organize our resources for national defense against the de- 
structiveness of present uncontrolled economic forces,” a state- 
ment issued by the Association said. 

It was pointed out that, despite the agreement signed with 
the representatives of railroad management when the employes 
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accepted a 10 per cent cut in pay for a year that managemey 
would “make an earnest and sympathetic effort to maintain an; 
increase railroad employment,” an additional 100,000 men hag 
lost their jobs since that time. 


RAIL LABOR HEADS CALL ON HOOVER 


Secretary of Labor Doak accompanied A. Johnston, heag 
of the Brotherhood of Locomotive Engineers, and G. W. Laugh. 
lin, Washington legislative representative of the brotherhoog 
in a call on President Hoover August 25. It was stated tha 
the visit was in the nature of a personal call and that there 
was no public significance to be attached to it. 


REVENUE FREIGHT LOADING 


Loading of revenue frieght the week ended August 13 to 
taled 512,431 cars, according to reports filed by the railroads 
with the car service division of the American Railway Assogj. 
ation. This was an increase of 16,398 cars above the previous 
week, but a reduction of 231,195 cars under the same week jp 
1931 and 410,392 cars under the same period two years ago. 

Miscellaneous freight loading for the week totaled 181,89 
cars, an increase of 6,115 cars above the preceding week; load. 
ing of merchandise less than carload lot freight totaled 167,835 
cars, an increase of 864 cars; grain and grain products loading 
totaled 40,886 cars, 3,717 cars above the preceding week; coal 
loading totaled 79,760 cars, an increase of 1,356 cars; forest 
products loading totaled 15,435 cars, an increase of 1,167 cars: 
ore loading amounted to 8,051 cars, an increase of 2,098 cars; 
coke loading amounted to 2,808 cars, an increase of 257 cars; 
live stock loading amounted to 15,758 cars, an increase of 824 
cars. 

Revenue freight loading by districts the week ended August 
13 as compared with the corresponding period of 1931 was re. 
ported as follows: 


Eastern district: Grain and grain products, 6,851 and 7,328; live 
stock, 1,505 and 1,898; coal, 17,052 and 23,549; coke, 743 and 945; forest 
products, 1,407 and 2,373; ore, 1,266 and 2,765; merchandise, L. C. L., 
44,339 and 57,948; miscellaneous, 39,842 and 63,339; total, 1932, 113,005; 
1931, 160,145; 1930, 202,065. 

Allegheny district: Grain and grain products 3,388 and 3,675; live 
stock, 1,195 and 1,578; coal, 20,606 and 28,071; coke, 1,034 and 2,107; 
forest products, 759 and 1,398; ore, 1,072 and 6,361; merchandise, L. 
C. L., 33,603 and 44,070; miscellaneous, 34,511 and 57,213; total, 193, 
96,168; 1931, 144,473; 1930, 184,296. 

Pocahontas district: Grain and grain products, 347 and 430; live 
stock, 163 and 192: coal, 24,284 and 32,078; coke, 135 and 208; forest 
products, 371 and 686; ore, 46 and 144; merchandise, L. C. L., 4,846 
and 6,064; miscellaneous, 4,356 and 6,347; total, 1932, 34,548; 1931, 
46,149; 1930, 54,041. 

_ Southern district: Grain and grain products, 3,362 and 3,252; 
live stock, 807 and 1,075; coal, 10,912 and 16,279; coke, 241 and 352; 
forest products, 4,929 and 8,263; ore, 69 and 556; merchandise, L. 
C. L., 28,160 and 347946; miscellaneous, 24,524 and 38,489; total, 1932, 
73,004; 1931, 103,212; 1930, 120,030. 

_ Northwestern district: Grain and grain products, 11,147 and 9,600; 
live stock, 3,602 and 6,360; coal, 2,357 and 4,016; coke, 461 and 813; 
forest products, 2,981 and 6,184; ore, 3,667 and 22,470; merchandise, 
L. C. L., 20,579 and 26,333; miscellaneous, 22,051 and 31,604; total, 1932, 
66,845; 1931, 107,380; 1930, 152,757. 

Central Western district: Grain and grain products, 11,853 and 
17,037; live stock, 6,536 and 7,227; coal, 3,028 and 5,727; coke, 130 
and 97; forest products, 2,897 and 5,582; ore, 1,751 and 2,650; mer- 
chandise, L. C. L., 23,665 and 28,967; miscellaneous, 35,471 and 48,308; 
total, 1932, 85,331; 1931, 115,595; 1930, 136,843. 

Southwestern district: Grain and grain products, 3,938 and 4,689; 
live stock, 1,950 and 1,945; coal, 1,521 and 3,096; coke, 64 and 101; 
forest products, 2,091 and 3,246; ore, 180 and 357; merchandise, L. 
Cc. L., 12,643 and 14,443; miscellaneous 21,143 and 38,795; total, 1932, 
43,530; 1931, 66,672; 1930, 72,791. : 

Total, all roads: Grain and grain products, 40,886 and 46,011; 
live stock, 15,758 and 20,275; coal, 79,760 and 112,816; coke, 2,808 and 
4,623; forest products, 15,435 and 27,732; ore, 8,051 and 35,303; mer- 
chandise, L. C. L., 167,835 and 212,771; miscellaneous, 181,898 and 
284,095; total, 1932, 512,431; 1931, 743,626; 1930, 922,823. 


t 
Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 

Four weeks in January.......... 2,269,875 2,873,211 3,470,797 
Four weeks in February......... 2,245,325 2,834,119 3,506,899 
Four weeks in March............ 2,280,672 2,936,928 3,515,733 
Five weeks in April............. 2,772,888 3,757,863 4,561,634 
Four weeks in May.............. 2,087,756 2,958,784 3,650,779 
POGr WOKE Im JUMC... <0. ccccccces 1,966,355 2,991,950 3,718,983 
ive weeks 8 July... .6.cccccces 2,422,134 3,692,362 4,475,391 
Week ended August 6............ 496,033 734,730 904,157 
Week ended August 13.......... 512,431 743,626 922,823 
WOME x .csckuribs ooemonarackacin 17,053,469 23,523,573 28,727,192 


EAST TEXAS CRUDE RATES 


By special permission No. 117442, dated August 23, the 
Commission authorized Texas lines, for which A. C. Fonda acted 
as agent, to publish a supplement to Fonda’s I. C. C. No. 511, 
establishing a rate of 8 cents on petroleum crude oil from sta 
tions on the International-Great Northern to Texas Gulf ports 
for export or coastwise movement. The rates may be put in on 
ten days’ notice. (See Traffic World, August 20, p. 333.) 








} 


— mo OO oS rT LS 








‘ement 
IN and 
N had 


head 
aligh. 
‘hood, 
| that 
there 


3 to. 
roads 
3S0ci: 
vious 
kK in 


1,898 
load. 
1,835 
ding 
Coal 
rest 

ar's; 

ars; 
ur's: 
824 


ust 


August 27, 1932 


The Traffic World 





PAGE 381 





Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


HE full cargo freight markets have passed an unusually dull 

week in a period when dullness is the rule. A single fix- 
ture of a grain cargo has been reported, in addition to two or 
three steamers put on berth. The official statements issued at 
the close of the British Empire Conference at Ottawa are not 
encouraging as far as wheat shipments from Atlantic Range 
ports are concerned, inasmuch as Canadian wheat is to have a 
duty preference of 2 shillings a quarter in the United Kingdom 
over foreign wheat. Commenting on this in his weekly ocean 
grain freight market letter, Walter Moore remarks that it 
“looks like American wheat will only be used there for museum 
purposes.” 

The one grain fixture was for 26,000 quarters from Mon- 
treal to Antwerp or Rotterdam on the basis of 6 cents or Ham- 
burg or Bremen at 7 cents for prompt loading. In other quarters 
the market was equally lifeless. The only transatlantic sugar 
cargo was a 3,500-ton steamer from Cuba or Santo Domingo to 
Casablanca, done on private terms. In the coal trade a small 
Norwegian steamer secured a cargo from Hampton Roads to 
Bermuda for prompt loading, also on private terms, and another 
coal fixture was made for an 1,134-net ton steamer from Phila- 
delphia to the St. Lawrence at $1.02 Canadian currency, prompt. 

Time charters in the West Indies and Canadian trade were 
the only division that held up to previous levels. Three ves- 
sels were engaged for the River Plate trade, trip down, deliv- 
ery Montreal, redelivery Rivery Plate for August and Septem- 
ber at rates in the neighborhood of 70 to 80 cents. In the 
tankers division the only fixture of interest was a molasses 
cargo from Cuba to New Orleans on the basis of % cents a 
gallon for August-September. 

The Houston Line (London), Ltd. (R. P. Houston & Co.), 
Barber Steamship Lines, Inc., agents, have rejoined the River 
Plate and Brazil Conferences and as such are parties to all 
conference agreements with shippers, according to an announce- 
ment by the conferences. 

Intercoastal steamship lines are still deadlocked over the 
terms of extension of the present conference agreement. It is 
expected, however, that an agreement will be reached before the 
end of the month, inasmuch as failure to do so would mean 
recurrence of the rate cutting which prevailed prior to the adop- 
tion of the six months’ agreement which expires August 31. The 
principal obstacle is understood to be the proposed reclassifica- 
tion of the lines in two groups. Some of the lines hesitate to 
accept any change of status because of the fear that they might 
imperil existing cargo arrangements. 

Seatrain New York, the first of the two Seatrain ships under 
construction, will be launched at Chester, Pa., September 14. 
Seatrain Havana, her sister ship, will follow in ten days. Septem- 
ber 14 is the fourth anniversary of the launching of the first of 
these vessels, whose performance in the New Orleans-Havana 
trade has brought about the building of the two new ones, Each 
of these will carry a mile-long freight train, or 100 cars, in the 
New York-Havana-New Orleans route. 


MARINE INSURANCE REVIEW 


A summary of a survey of marine insurance written by 
domestic and foreign companies in the United States in 1931, 
compiled by the Bureau of Construction and Finance of the 
Shipping Board, indicates that the hull insurance market for 
American underwriters remained about the same as for 1930, 
that there was a substantial drop in cargo insurance premiums 
received by both American and foreign companies, and that 
American shipowners are sending ocean-going hull insurance 
premiums to foreign markets in large amounts. 

Reports were received from sixty-four domestic companies 
and twenty-seven foreign admitted companies. Premiums re- 
ceived by domestic companies amounted to $36,126,000 as com- 
pared with $40,315,000 for 1930 and by admitted foreign insur- 
ance companies, $7,011,000 as compared with $10,425,000. 

After allowing for reinsurance with non-admitted foreign 
insurance companies, the total net premiums received within 
the United States by all companies amounted to $38,173,000 as 
compared with $44,202,000 in 1930. The decrease in premiums 
was almost entirely in cargo insurance. Premiums on hull in- 
surance written by domestic companies (including Shipping 


Board fund) amounted to $20,628,000 as compared to $19,407,000 
in 1930. 
The summary of the survey continues as follows: 


American Insurance Companies. Of the $36,126,000 received as 
original premiums, 47 per cent was for cargo insurance and 53 per cent 
for hull insurance as compared with 54 per cent and 46 per cent, 
respectively, for 1930. 

Hull insurance premiums reported by the American Marine Insur- 
ance Syndicates (which represents the American hull insurance mar- 
ket) amounted to $6,892,000 for ocean-going hulls and $966,000 for 
ig aaa as compared with $6,809,000 and $1,249,000, respectively, 
or > 

Premiums received by the Shipping Board Insurance Fund 
amounted to $2,916,000, which is higher than the amount reported last 
year, as this figure includes premiums paid by government-owned 
ships under present plan of operation as well as by private owners, 
whereas the figure used last year included only privately owned ships. 
Approximately $10,000,000 was received for premiums outside of the 
Marine Insurance Syndicates, accounted for largely by pleasure going 
yachts, fishing vessels, etc., and by some foreign ships, the extent of 
which is not reported. This amount is about the same as for last 
year so that there is very little change in the total amount of com- 
mercial hull premiums. 

Domestic companies reinsured hull business with foreign admitted 
companies in the amount of $3,515,000 and with foreign non-admitted 
companies in the amount of $1,429,000. They reinsured cargo business 
with foreign admitted companies of approximately $4,000,000 and with 
non-admitted foreign companies of approximately $2,182,000. In each 
case the total of amounts reinsured with admitted and non-admitted 
foreign countries was approximately the same as was reinsured with 
domestic companies. About 10 per cent of all original premiums 
received by domestic companies was sent abroad for reinsurance, 
which is approximately the same proportion as for last year. 

Foreign Admitted Insurance Companies. These companies reported 
total original premiums as $7,011,000 of which 55 per cent was for 
cargo and 45 per cent for hull premiums as compared with 70 per cent 
and 30 per cent, respectively, in 1930. Cargo premiums were only 
$3,875,000 as compared with $7,388,000 for 1930. The hull premiums 
were approximately the same as for last year. 

Foreign Non-Admitted Companies. These companies received by 
way of reinsurance from American companies premiums amounting 
to $3,612,000 and from admitted foreign companies $1,353,000. In addi- 
tion to these premiums, ship owners in the United States reported that 
they placed hull and disbursement insurance directly with foreign 
companies abroad to the extent of $6,834,000. (These same ship own- 
ers reported having placed insurance in the United States for hull and 
disbursements on ocean and lake-going ships amounting to $8,613,000.) 

Questionnaire reports from American companies indicate a total 
of $51,777,000 premiums, which sum includes reinsurance premiums of 
$10,766,000 from American-to-American and $4,885,000 from foreign ad- 
mitted to American companies, leaving a total ‘original’? premium of 
$36,126,000 in American companies. 


COLUMBIA BASIN DIFFERENTIAL 


Finding that the existing rate situation on grain and grain 
products originating at points south of the Snake River in 
Washington for movement to tidewater ports in that state places 
an undue burden on persons and localities within the state of 
Washington, the Department of Public Works of Washington 
in Case No. 6013, Department of Public Works of Washington 
vs. Northern Pacific et al., has entered an order, effective on 
or before September 5, requiring the establishment of intrastate 
rates on grain and grain products in Washington designed to 
remove the prejudice. The order strikes at the Columbia basin 
grain differential prescribed by the Commission. 

In its decision the Commission reviewed the situation with 
respect to the Columbia basin differential as developed by the 
Commission’s decision in 164 I. C. C. 684, and later develop- 
ments in connection with the Hoch-Smith grain investigation, 
and told of court action instituted by it in an effort to prevent 
the Commission rates from going into effect. Before that suit 
could be determined, it said, the Commission, following the 
Supreme Court’s decision in the Hoch-Smith grain case, re- 
opened the proceeding for rehearing to bring the record down 
to date. 

As the result of action taken by the Oregon public utilities 
commissioner, with respect to intrastate rates in Oregon, ac- 
cording to the Washington Commission, the differential to Port- 
land from Oregon points south of the Snake River is now wider 
than the disparity required by the Commission in its orders. 
It said the rates as now fixed to Portland compared with the 
rates contemporaneously applied to Washington ports were 
without question unduly prejudicial. It said it did not feel it 
could stand by and permit this undue preference of Portland 
and undue prejudice to Washington citizens and communities 
to continue “until such time as the Commission has completed 
its investigation of the grain rate structure of the western half 
of the United States.” 

The finding of the Washington Commission is that, pending 
final determination by the Commission of the matter of rates 
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on grain and grain products for intrastate application in Oregon 
and for interstate application between points of origin south of 
the Snake River in Washington and Oregon, on the one hand, 
and north Pacific coast ports, on the other, the existing rates of 
respondent carriers for intrastate transportation of grain and 
grain products between points wholly within Washington are 
and for the future will be unjust, unreasonable and unduly 
prejudicial to the extent they exceed rates from points of origin 
specified to Vancouver, Longview, Tacoma and Seattle and 
other destination points customarily taking the same rates as 
are applied to the above destination points. The rates pre- 
scribed follow: From Pomeroy, 23 cents; Houser, 21% cents; 
Delaney, 21 cents; Starbuck, 19 cents; Humorist, 184% cents; 
Attalia, 17% cents; Wallula, 174% cents; Bolles, 18% cents; 
Walla Walla, 18% cents; Turner, 19 cents; Dayton, 19 cents; 
Waitsburg, 19 cents; Minnick, 18% cents; Tracy, 18% cents; 
Langdon, 18% cents; Pleasant View, 19 cents, and Eureka, 18% 
cents. 

The Washington Commission said the final determination of 
the issue as well as all other matters put in issue by the re- 
opening of Docket 17000, part 7, and the consequent reopening 
of the state commission’s general investigation on the same 
matter “must await cooperative effort on the part of the Com- 
mission and state regulatory bodies involved and will be the 
subject of later findings and order by the department.” 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board August 24: 


North Atlantic French Atlantic Freight Conference (No. 185): An 
agreement bearing United States Shipping Board Bureau of Regulation 
and Traffic Conference Agreement Number 185, between America 
France Line, Baltimore Mail Steamship Company, Inc., Compagnie 
Generale Transatlantique, County Line (Inter-Continental Transport 
Services, Ltd.) and United States Lines, was today approved, effective 
from this date; provided, however, that the issues, and board conclu- 
sions and decision in pending Formal Investigation Docket No. 81 
relating to currency practices of said carriers shall extend to said 
Agreement No. 185. The agreement provides for association of the 
member lines in a conference to be known as North Atlantic French 
Atlantic Freight Conference and when approved by the board such 
agreement is to supersede a previously approved agreement and modi- 
fications thereof (Agreements Nos. 409, 409-1 and 409-2) pursuant to 
which the participating carriers agree upon minimum rates to French 
Atlantic ports. By the terms of the agreement now submitted the 
member lines undertake to charge and collect all freight and other 
charges for transportation of freight from North Atlantic ports of the 
United States and Canada to French Atlantic ports on actual gross 
weight or measurement of the cargo strictly in accordance with rates, 
regulations and charges to be adopted by the conference. Rates are 
to be uniform as between the lines and all rates and practices are to 
be fair and reasonable and not in conflict with the provisions of the 
shipping act. All action under the agreement is to be by unanimous 
vote of the lines. Unjust discrimination, allowance of discounts, re- 
bates or returns to shippers, contractors, brokers (except agreed 
brokerage) or receivers of cargo, or the employment of representatives 
to whom payment of compensation will serve as a rebate, refund or 
preference are specitically forbidden. 

1839—Panama Pacific Line with New York & Cuba Mail Steam- 
ship Co. (Ward Line), United Fruit Company, Munson Steamship Line 
and Standard Fruit & Steamship Company: Through billing arrange- 
ment covers shipments from U. S. Pacific Coast loading ports of the 
Panama Pacific Line to ports in Mexico, Costa Rica, Colombia, British 
and Dutch Guiana and West Indies as served by the on-carrying lines, 
with transshipment at New York. 

1988—Gulf Pacific Line with Puget Sound Navigation Company, 
Puget Sound Freight Lines, Skagit River Navigation Company and 
Border Line Transportation Company: Agreement covers through 
shipments between United States Gulf ports of call of the intercoastal 
carrier and Puget Sound ports of call of Puget Sound carriers, via 
Seattle or Tacoma. 

2008—United Fruit Company with Panama Mail Steamship Com- 
pany: This agreement covers through bookings of first-class passen- 
gers from New Orleans and Havana to Los Angeles Harbor and San 
Francisco. United Fruit Company will carry the passengers from New 
Orleans and Havana to Cristobal, and Panama Mail Steamship Com- 
pany will carry them from Cristobal to destination. 

2032—Gulf Pacific Line with Munson Steamship Line, Seatrain 
Lines, Inc., Standard Fruit and Steamship Company and United Fruit 
Company: Covers through billing arrangement covering shipments 
from Pacific Coast ports of call of the Gulf Pacific Lines to Havana, 
Cuba, and Cuban outports of call of the on-carrying lines. Through 
rates are to be assessed in accordance with rates, rules and conditions 
as set forth in the rate list attached to the agreement. 

2048—Panama Pacific Line with Blue Funnel Line; 2049—Panama 
Pacific Line with Barber Line: Each of these agreements provides for 
through shipments between United States Atlantic Coast loading ports 
of the Panama Pacific Line and Manila, with transshipment at Los 
Angeles. The through rates thereof which are to be based on direct 
line rates. 

2050 Panama Pacific Line with American Export Lines: Arrange- 
ment covers through transportation of passengers from San Francisco 
and Los Angeles to Marseillés, Alexandria, Jaffa, Haifa, Beirut, Malta, 
Piraeus, Salonica, Istanbul, Constanza, Genoa, Leghorn, Naples, Casa- 
blanca, Tangiers, Ceuta, Melilla, Oran and Tunis with interchange 
at New York. 

Agreements Modified 


Atlantic Conference Agreement (modifies agreement approved by 
board April 16, 1930): Agreements bearing United States Shipping 
Board Bureau of Regulation Conference Agreement Numbers 128-12, 
128-2-C, 128-5-B, 128-6-A, 128-7-A, 128-8-A, 128-9-A and 128-11-A, be- 
tween Anchor Line, Anchor-Donaldson Line, Canadian Pacific Steam- 
ships, Ltd., Compagnie Generale Transatlantique, Cosulich Line, Cun- 
ard Line, Furness Line, Gdynia-America Line, Hamburg-Amerika 
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Linie, Holland-America Line, Norddeutscher Lloyd, Norwegian Ame, 
ica Line, Red Star Line, Scandinavian American Line, Swedish Amer. 
ican Line, United States Lines and White Star Line, approved. The, 
agreements relate to passenger service. " 
845-1—Panama Mail Steamship Company with Compagnie Mari. 
time Belge (Lloyd Royal) S. A.: The agreement which is modifieg is 
between Panama Mail Steamship Company and Lloyd Royal Belge 
and covers through shipments of dried fruit and canned goods from 
San Francisco and Los Angeles Harbor to Antwerp, with transship. 
ment at New York. The purpose of the modification is to recon 
Compagnie Maritime Belge (Lloyd Royal) S. A. as a participating 
carrier and successor to Lloyd Royal Belge in Agreement No. 845, ° 
_  1543-1—Dollar Steamship Lines, Inc., Ltd., with Compagnie Mari. 
time Belge (Lloyd Royal) S. A.: The agreement which is modifieq is 
between Dollar Steamship Lines, Inc., Ltd., and Lloyd Royal Belg: 
and covers through shipments from Pacific Coast ports of call of 
Dollar Line to Antwerp, with transshipment at New York. The pur. 
pose of the modification is to record Compagnie Maritime Belge (Lloyd 
Royal) S. A. as a participating carrier and successor to Lloyd Royal 
3elge in Agreement No. 1543. . 
184-1—Brazilian ports to U. S. Atlantic and Gulf ports: The agreg. 
ment which is modified provided for maintenance of agreed rates on 
general cargo and coffee from Brazilian ports to United States At. 
lantic and Gulf ports and specifies the approximate frequency of Sail- 
ings to be maintained by each of the signatory lines. This agreement 
which was approved by the board August 10, 1932, was for the period 
ending August 31, 1932. The modification extends the term of the 
existing agreement up to and including September 30, 1932. The car. 
riers participating in the agreement are as follows: American Repub- 
lics Line, Cia de Navegacao Lloyd Brazileiro, Delta Line, Hamburg 
America Line, International Freighting Corporation, Inc., Lamport & 
Holt Line, Moore & McCormack, Inc., Munson Steamship Line, Osaka 
Shosen Kaisha, Prince Line, Ltd., and Wilh. Wilhelmsen. ; 


WORLD SHIPPING REVIEW 


Idle shipping tonnage throughout the world totaled more 
than 14,000,000 tons on June 30, 1931, according to the transporta- 
tion division of the Commerce Department in its mid-year review 
of world shipping. This is an increase of 35 per cent over the 
idle tonnage of a year ago. 

According to the report, there were 3,425,000 gross tons of 
idle shipping in the United States; this is an increase of 31 per 
cent from the 2,601,000 gross tons tied up on June 30, 1931. 

Great Britain and Ireland report 3,470,000 gross tons of idle 
shipping, as compared with 3,250,000 tons tied up a year ago. 
This is an increase of 7 per cent in idle tonnage in the period. 
Germany reported 1,452,000 tons of shipping tied up as conm- 
pared with 682,000 tons idle a year ago. This is an increase of 
112 per cent. Idle French tonnage totaled 973,000 gross tons as 
compared with 546,000 tons, and Italian tied up tonnage totaled 
847,000 gross tons, as compared with 768,000 tons a year ago. 

The report of the transportation division states that to com- 
plete the picture of unused tonnage, it is necessary to take into 
account the unoccupied space in liners remaining in service. 
Definite information regarding the amount of this space is not 
available, but, according to the report, indications are that it is 
large. 

The mid-year review of world shipping shows that world 
shipbuilding activities are about 40 per cent under a year ago. 
On June 30, 1932, there was a total of 1,108,000 tons of steel 
steamers and motor ships under construction in the principal 
shipbuilding countries, as compared with 1,819,000 tons on June 
30, 1931. At the end of June, Great Britain and Ireland had 
280,000 tons under construction, as compared with 553,000 a 
year ago; Italy had 181,000 tons under construction, as compared 
with 171,000 a year ago; United States had 162,000 tons under 
construction, as compared with 299,000 tons a year ago, and 
France had 128,000 tons under construction, as compared with 
212,000 tons a year ago. 

Cargo rates continued to decline in the past year, the review 
shows. On the basis of 100 for rates in 1925, rates on full 
cargoes were 67 in terms of gold at the close of the second 
quarter of 1932 as compared with 76 on the same date a year 
ago. 


1932 DECREASE IN MERCHANT MARINE 


The decrease in the size of the American merchant marine 
in the fiscal year ending June 30, 1932, was smaller than in any 
year since 1923, according to Arthur J. Tyrer, Assistant Direc 
tor of the Commerce Department’s Bureau of Navigation and 
Steamboat Inspection. The net decrease was 315 vessels of 
69,601 gross tons, or 0.43 per cent, as compared with an increase 
of 257 vessels but a decrease of 159,469 tons in the previous 
year. This was a decline of 0.99 per cent. 

In the past year there was a decrease of 114 in the number 
of steam vessels, but the ‘tonnage of this classification increased 
by 24,548 tons. There was a gain of 102 vessels and 15,258 in 
the gas class, but a decrease of 105 sailing vessels and 48,180 
tons; 27 canal boats and 3,246 tons, and 171 barges and 57,981 
gross tons in the respective classifications. 

In the past fiscal year, vessels foundered, stranded, de 
stroyed by collision, burned or abandoned on the high seas it- 
cluded 43 steam vessels of 32,634 tons, 184 gas vessels of 6,829 
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gross tons; 16 sail of 11,654 tons and 29 barges of 17,359 tons, 
a total of 272 vessels of 68,476 gross tons, as compared with 
935 vessels of 55,108 gross tons in the previous year. 

In the past fiscal year, vessels scrapped and dismantled as 
unfit for further service included 107 steam vessels of 79,131 
tons; 223 gas of 4,064 tons; 53 sail of 7,209 tons, 13 canal boats 
of 1,651 tons, and 90 barges of 21,028 tons or a total of 486 
yessels of 113,137 gross tons, as compared with 700 vessels of 
434,034 gross tons in the 1931 fiscal year. 

Ships forfeited to the federal government for violation of 
law in 1932 included 1 steam vessel of 1,985 gross tons and 15 
gas vessels of 355 gross tons, a total of 16 vessels of 2,340 
gross tons, as compared with 15 vessels of 447 gross tons in 
the previous year. No merchant vessels were seized by foreign 
government in the past year, although in 1931 there were three 
vessels of 144 gross tons removed from the American merchant 
marine in this manner. 

Ships built in the United States in the past year which 
came under the merchant marine classification included 31 steam 
vessels of 138,712 tons, 492 gas of 25,908 tons, 2 sail of 18 tons, 
and 197 barges of 48,254 tons, or a total of 722 vessels of 212,892 
gross tons, as compared with 1,302 vessels of 386,906 gross tons 
in the previous year. 

In the past fiscal year, 17 vessels of 14,072 gross tons were 
sold to aliens, as compared with 32 vessels of 40,822 gross tons 
in the previous year. In the same period, 6 foreign built vessels 
of 17,520 gross tons came under American registry as com- 
pared with 3 vessels of 130 tons the previous year. 


SHIPS FOR SALE 


The Shipping Board has approved advertising for sale eight 
ships, bids to be received by 12 o’clock noon, eastern standard 
time, September 15. The vessels are the Pacific Fir and Pacific 
Oak, laid up at Staten Island, N. Y.; the Pacific Cedar, laid up 
at Fort Eustis, Va., and the Pacific Pine, Pacific Spruce, Pacific 
Hemlock, Pacific Redwood, and Dellwood (cable ship) laid up 
at Seattle, Wash. Aside from the cable ship, the vessels are 
around 8,500 deadweight tons each. Bids must come from 
American citizens and be accompanied by a good faith deposit of 
10 per cent of the amount bid. Terms of payment will be cash 
except in financially responsible cases, when the board will con- 
sider 25 per cent of the total price as an initial payment and 
the balance over 7% years with interest at 5 per cent. 


OAKLAND OCEAN RATES 


Answering the complaint of the Oakland (Calif.) Chamber 
of Commerce in Docket No. 83, on file with the Shipping Board, 
as to ocean rates from Oakland to the Far East in comparison 
with the San Francisco rates, respondent steamship lines have 
filed replies with the board. (See Traffic World, July 30, p. 
211.) Dismissal of the complaint is asked. 

The States Steamship Co. denies that the rates and charges 
from Oakland “greatly exceed” the rates and charges from San 
Francisco and says that while they are somewhat greater they 
are not excessive. Continuing, this respondent says: 


The request to make Oakland a port of call, or to apply terminal 
tariff rates from Oakland to the Orient, has been considered from 
time to time by the Pacific Westbound Conference. After very careful 
consideration, the conference decided that this request could not be 
granted, because the volume of tonnage local to Oakland was not 
large enough to justify that port being included as a base port in 
Pacific Westbound Conference tariff. The greater part of the cargo 
referred to in the discussions originates in the interior and is being 
taken care of through the Port of San Francisco at no additional 
cost to the shipper. This cargo is equally tributary to Oakland and 
San Francisco, and it has always moved, and can continue to move 
through the port of San Francisco without any additional cost or 
charges to the shippers. Item 100 referred to in Article V of the 
complaint expressly makes provision for calls at Oakland for any 
cargoes there in sufficient quantity to justify the call. Or, as an 
alternative, that the ship would lighter the cargo at San Francisco at 
ship’s expense. This is certainly as far as the respondent should be 
asked to go in times like these, when every economy must be exer- 
cised to try and operate vessels without too serious a loss and to 
give the shipping company efficient service. One of the most neces- 
Sary of these economies is to limit call ports to those where sufficient 
cargo can be congregated to justify the call. Oakland is not one of 
ete. The forced expansion of operation by insisting on making 
Jakland a port of call would defeat the possibility of effecting the 
economies that the carriers must practice to live and to maintain 
an efficient service. And to compel them to call at Oakland would only 
crease the losses which they are now sustaining. 


PORT OF GALVESTON 


_, Direct service from Galveston and other Gulf ports to 
Gdynia, the recently developed port of Poland, is announced by 
H. A. Bornefeld of Fowler and McVitie, who returned last week 
from a trip to Europe on business. The service is to be operated 
by vessels of the Wilhelmsen Line, for which Fowler and McVitie 
are agents. 

For the year ended July 31, export tonnage from Galveston 
showed a net gain over the previous year of 660,878 tons. The 
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heaviest increases were in cotton and grain. Cottonseed meal, 
rice and miscellaneous commodities also figured in the gain. A 
comparison of the two seasons is shown as follows: 


Commodity 1932 1931 
SEE cr caw oh Antes eee AeA ed Cheese anea eee 607,267 321,971 
Wheat ...... oe 559,236 
Other grains .... y . = ea ate 
ME Sigguicd exe hhk ib 6 5Uw Ho wea TAOS RES bas we y yr 
Ctra She Nhe shaded GUETeaeeidawaeetaNaeeay 44,§ 89,168 
EC RNS6-6460s SN Ss AW WREG S Aen aaa eae y 33,241 
I Ndi sip tintna cea sive SGU ERS A Riek sas SSA Ee WOE ’ 298,788 
A Ee re ree Te ae ee me eee eer y § 9,070 
Miscellaneous 8,875 

Total tons 1,320,349 








NO ESTIMATED WEIGHTS 


Intercoastal lines operating from Gulf ports to the Pacific 
Coast will discontinue acceptance of “estimated” weights on 
hardwood lumber shipments and, effective September 1, all such 
shipments must be accompanied by track scale weight. -Where 
track scale weights are not furnished the consignments will be 
weighed on the wharf. Trade comment indicates that abuse of 
the “estimate” privilege resulted in the adoption of the rule, 
which already applies to other ports. 


OCEAN RATES CUT 


Slashing of the ocean rate from New Orleans to London 
and Newcastle was effected by steamship lines belonging to 
the Gulf-United Kingdom Conference following action by the 
conference August 18 placing hardwood and pine-lumber, car- 
bon black, feathers, and wall board on the open list. The con- 
ference action followed the announcement of a proposed August 
sailing from New Orleans of the steamship Blairesk, of States 
Marine Corporation. The rates were declared “open” through 
August only. 

Rates to London on lumber were cut approximately $2.00 a 
thousand feet B. M. Rate reductions were from 25 cents con- 
ference to 20 cents to London, and from 37% cents conference 
to 30 cents to Newcastle. 

It is stated in trade circles that several shippers offered 
cargo for the non-conference steamer. The conference retaliated 
by slashing rates. In this case, however, the rates on the five 
commodities were made “open” with the actual cut coming from 
the individual lines. It is also noted that cotton, which is now 
on the verge of a heavy movement, was not made subject to an 
open rate. Rosin is stated as originally listed as open but this 
listing was withdrawn following a protest from South Atlantic 
Lines, which declared they had 50,000 barrels of rosin booked 
at a 25 cents rate which they did not wish disturbed. 


MARGINAL TRACK DELIVERY 


In its investigation docket No. 78, in re marginal track deliv- 
ery at U. S. Gulf ports, the Shipping Board has dismissed the 
proceedings because the agreement of the carriers that was the 
subject of the inquiry has been voluntarily rescinded. The dis- 
missal is without prejudice to petitioners at whose instance the 
proceeding was instituted or others as respects any future pro- 
ceeding involving the same or related issue. 


SHIPMENTS IN FIBRE CASES 


Shipments of canned goods and dried fruit bearing the 
“EFCA” mark of the Export Fibreboard Case Association will, 
in the near future, be rated the same as shipments in strapped 
wooden cases by trans-Atlantic steamship services, if a pro- 
posal to be presented at meetings of the various trans-Atlantic 
conferences in September is approved. According to an an- 
nouncement by J. Sinclair, chairman of the Trans-Atlantic As- 
sociated Freight Conferences, at meetings to be held the second 
week of September of the North Atlantic U. K. Freight Con- 
ference, the North Atlantic Continental Freight Conference, the 
North Atlantic French Atlantic Freight Conference, and the 
North Atlantic Baltic Freight Conference, the matter will be 
presented, with a recommendation for approval. 

The announcement says the Associated Freight Conferences 
have come to the conclusion that “we should recognize the 
results obtained by the Export Fibreboard Case Association 
and the system it has developed for establishing proper stand- 
ards for export fibre shipping cases.” A copy of a letter ad- 
dressed to fibreboard shipping case manufacturers at the close 
of last year, asking cooperation in the development of standards 
for export cases, accompanied the announcement. 

A repetition of the request for cooperation from the ship- 
ping case manufacturers is made and the statement added that 
it is the desire of the association to fix a reasonably prompt 
date for the effectiveness of the order with respect to accept- 
ance of the two commodities in the specified containers and 
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the hope that specifications will be worked out for other 
commodities that will permit of acceptance of them by the 
steamship lines on the same basis. 


DELAWARE RIVER PORTS 


Chairman O’Connor, of the Shipping Board, has announced 
the release of a revised report on the port of Wilmington, Del., 
and ports on the Delaware River below Philadelphia. This 
report is one of a series covering the principal ports of the 
United States, prepared and published by the Bureau of Marine 
Development (formerly Bureau of Operations), United States 
Shipping Board, and the Board of Engineers for Rivers and 
Harbors, War Department. 

The revised volume contains information with regard to port 
and harbor conditions; port customs and regulations; services 
and charges; fuel and supplies; and facilities available for serv- 
ice to commerce and shipping, including piers, wharves, grain 
elevators, storage warehouses, bulk freight storage, dry docks 
and marine railways, marine repair plants, floating equipment, 
wrecking and salvage facilities, railroad, steamship, and air 
lines and their charges and practices in connection with terminal 
service. The foreign and domestic commerce of the ports is 
discussed, and detailed statistical tables are included showing 
the traffic handled at the ports for the ten-year period beginning 
January 1, 1921. The origin of imports and the destination of 
exports are also given. Railroad rates governing the movement 
of commodities in the import, export and domestic trade are 
shown, as well as steamship rates over foreign and intercoastal 
routes. 





LAID-UP SHIPPING AT BRITISH PORTS 


British tonnage laid up in United Kingdom ports on July 1 
totaled 839 ships of 2,168,632 net tons, representing nearly 3,500,- 
000 gross tons, or about 5,250,000 deadweight tons, according to 
a report to the Department of Commerce. In addition there were 
14 foreign vessels of 27,508 net tons tied up in British ports. 


OCEAN RATES AND CURRENCY 


The Bureau of Regulation and Traffic of the Shipping Board 
will begin hearings in Docket No. 81, in re rates in Canadian 
currency, at 10 a. m., New York City time, August 31, in Room 
627 at 45 Broadway, New York City. (See Traffic World, July 
16, p. 103.) 


UNION INLAND FREIGHT TERMINAL 


The Port of New York Authority has announced that the 
new Union Inland Freight Terminal, under construction on the 
block bounded by Eighth and Ninth avenues and Fifteenth and 
Sixteenth streets, will be dedicated September 16. The ter- 
minal facilities will be opened for business October 1. The 
building will serve as a clearing house for less-than-carload 
freight shipments, inbound and outbound, from all railroad ter- 
minals in the port district. 

Governor Roosevelt and Governor Moore, of New Jersey, 
Mayor Walker, and the presidents of the trunk line railroads 
serving the port district have been invited to participate in the 
exercises, at which Commissioner Howard S. Cullman, of the 
Port Authority, will formally place the facilities of the building 
at the disposal of the railroads. 

Two hundred traffic representatives of organizations con- 
cerned with trade, shipping, merchandising and civic ‘affairs 
will be the guests of the Port Authority at a formal inspection 
of the building September 9. The interval between dedication 
and the opening of the building will be used in perfecting the 
operating organization which has been created by the railroads 
under a board of managers headed by C. H. Stein, assistant 
to the president of the Central Railroad of New Jersey. 

The dedication, as now planned, will be limited to the 
freight terminal facilities which occupy the basement and the 
first floor of the fifteen-story structure. The placing of the 
cornerstone and formal opening of the entire structure for com- 
mercial and manufacturing purposes will take place about Jan- 
uary 1. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments of river 
and harbor funds as follows: Black Warrior, Warrior and 
Tombigbee Rivers, Ala., $398,000 for operating and care of locks 
and dams Nos. 1-17 for fiscal year ending June 30, 1933; James 
River, Va., $30,000 for maintenance dredging in channel below 
Hopewell; New York Harbor, N. Y., $61,000 for completion of 
the harbor patrol boat active; and Winyah Bay, S. C., $15,000 
for maintenance dredging of 18-foot channel at the mouth of 
Sampit River, Georgetown, S. C. 

Allotment of funds for river and harbor work has been ap- 
proved as follows by the Secretary of War: Ohio River, for open 
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channel work in the vicinity of Owensboro, $70,000; Escambig 
and Conecuh Rivers, Florida and Alabama, for clearing of chap. 
nel, $15,600; Suisun Channel, California, for maintenance dreds. 
ing, $16,000. 

Secretary of War Hurley has approved allotments of rive 
and harbor funds as follows: Missouri River, for emergency 
dike work at Nashville Bend, 52 miles above Kansas (ity 
$100,000; Maurice River, N. J., $38,000; Wilmington Harbor 
Del., $18,000; and Cape Fear River, N. C., $10,000. 

Assistant Secretary of War Payne has approved an appli. 
cation of the Department of Public Works and Buildings, diy. 
sion of highways, state of Illinois, for approval of plans for , 
bridge to be constructed across the Chicago sanitary and ship 
canal at Justice, Ill. The Chicago Real Estate Board contended 
that the propnsed bridge, if built, would prevent lake vessels 
reaching poinis on the canal below the bridge. In a Sstatemen 
dealing with the situation, Secretary Payne said: 


The type of bridges and clearances to be required across the (Chi- 
cago Sanitary and Ship Canal has been the subject of much study 
and deliberation by a board of engineer officers appointed for the pur. 
pose. The board held a hearing in Chicago and after consulation, 
agreed unanimously with lake navigation interests in the opinion that 
no provision should be made for masted lake navigation on the cana] 
since the narrow channel, lack of turning basins, charges for tug hire 
and the delays due to the heavy vehicular and rail traffic passing over 


the movable bridges over the Chicago River would render such nayi- 
gation uneconomical. The board is of the opinion, in which I! concur, 
that a fixed bridge affording a vertical clearance of 38 feet above 
Chicago City Datum or about 35 feet above extreme high water isa 
sound solution. The proposed bridge meets with these requirements 
and is in general accord with the findings of the engineer committee 


on bridge clearances appointed by the Commissioners of Public Works 
of the City of Chicago. 





AMERICAN REPUBLICS LINE 


The Shipping Board has under consideration informal pro- 
posals for acquisition of the American Republics Line, which 
is operated for the board by C. H. Sprague & Son, Inc., of Bos 
ton. The operator has informed the board it will offer to buy 
the line if it is provided that the purchaser will obtain an 
ocean mail contract under the Jones-White act. Moore & Mc. 
Cormack, Inc., has advised the board it will offer to buy the 
line without agreement beforehand as to an ocean mail con- 
tract. Officials of the board said the matter was not before 
the board on firm offers from the prospective bidders. 





QUERY AS TO ST. LAWRENCE PROJECT 


Under the caption, “Why?” the National Coal Association 
has invited its members to express their views on the proposed 
Great Lakes-St. Lawrence deep waterway, pointing out that 
those heard from in the bituminous coal industry thus far be 
lieve that, if the seaway is built, the coal industry will be ad- 
versely affected. 


“Since the signing of the treaty by the Secretary of State 
of the United States and the Minister of Canada July 18,” says 
the association in a bulletin to members, “numerous inquiries 
have reached the headquarters of the National as to the atti- 
tude of the bituminous coal industry towards the construction 
of the so-called Great Lakes-St. Lawrence deep waterway. All 
those inquiring have been unanimous in their opposition to this 
project which at the outset is estimated to cost $543,429,000, of 
which the United States taxpayers will be called on to furnish 
$272,453,000 if the U. S. Senate should approve the treaty. The 
proposal is to deepen the St. Lawrence River so as to provide 
a 27-foot channel from Montreal through the Great Lakes, which 
would convert Chicago and other Lake ports into seaports. 
Those in the coal industry who have expressed their views are 
emphatic that this project would injure the coal industry in that 
it would, at the expense of the American taxpayer, provide the 
means for cheap water transportation for Nova Scotia coal to 
all Lake ports, both Canadian and American. It would also 
provide cheap transportation for British coal, some of which 
has recently been sold in Montreal for $3.70 per ton, which 
would, it is said, spell severe losses to both the bituminous and 
anthracite industries. 

“It is claimed by the proponents of this project that hydro- 
electric power will be generated and sold to both American and 
Canadian consumers at very low prices. 

“This brief outline is for the purpose of soliciting the vieWs 
of the membership on this project. Not one operator of the 
many who have expressed opinions believes that any benefit 
would accrue to the coal industry should this waterway be com: 
pleted. May we have your views? Can you suggest any reasons 
why this enormous expenditure should be made now while the 
American railroads have over three-quarters of a million idle 
freight cars and 8,000 idle locomotives in which millions are 
invested and on which no return is being made? Your views 
will be appreciated.” 
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GOVERNMENT IN TRANSPORTATION 


(By a staff correspondent at South Bend, Ind.) 


Money poured into the Mississippi River to make it 
navigable—184 million dollars in all, it was stated—is one of 
the reasons the government finds it necessary to pour money 
into the railroads through the Reconstruction Finance Corpora- 
tion today, it was asserted before the Shannon congressional 
committee investigating, in response to House resolution 235, 
competition of the government with private business. The com- 
mittee, with three of its members present, opened one of a series 
of hearings, at South Bend, Ind., August 22. Complainants 
against the government’s operation of barge line service on the 
Mississippi River and its tributaries were the first to be heard. 
Their testimony occupied almost the whole of two days. 

Among those who appeared to protest this phase of the 
“drift toward a consuming bureaucracy and socialism’ were 
railroad men, a banker, the president of a coal mine, the opera- 
tor of an Ohio River terminal, a grain dealer, a representative 
of the warehouse industry, a newspaper man, a representative 
of a railroad equipment company, a manufacturer of machinery, 
two industrial traffic managers and others. In all, a comprehen- 
sive and formidable attack against the government barge line 
service was presented. The witnesses, to the apparent satisfac- 
tion of the committee representatives, proved the financial fail- 
ure of the government’s business venture on the inland waters of 
the country, and roundly condemned it on principle. 

The committee members repeatedly expressed themselves in 
a way to indicate that the complaints were being heard by 
sympathetic ears, as illustrated by the indignant declaration of 
Congressman Robert F. Rich, of Pennsylvania, at one point. 
He said, speaking of the government barge operation: “I don’t 
want the finger of the American public pointed at me as a 
supporter of this kind of thing.” Opponents of the government 
barge operation would have a friend in Washington when he 
got back, he indicated. The other members of the committee 
present were Representative Joseph B. Shannon, Missouri, chair- 
man, and Representative Samuel B. Pettingill, whose home is 
in South Bend, accounting for the place of the hearing. 

It was pointed out on one occasion by a committee member 
that “there are men down in Washington who favor government 
operation of all transportation agencies.” Witnesses were re- 
peatedly interrogated in such way as to suggest that the com- 
mittee sought “ammunition.” What have been referred to as 
the somewhat novel accounting methods employed by the Inland 
Waterways Corporation, it appeared, have not been able to fool 
all of the people all the time. 

“IT don’t see how General Ashburn can think this barge line 
experiment has even begun to be a success,” declared Con- 
gressman Rich, following a presentation of figures bearing on 
the subject. 


Though announcement of the hearing said that testimony 
would be received from those who wished to complain of the 
government barge line operation, to a considerable extent the 
witnesses directed their remarks against the entire inland 
waterway program of the government, insisting that it was 
based on a fallacy and that its furtherance was both an injus- 
tice to the overburdened taxpayer and the railroads. Trucks 
and busses were frequently the object of hostile words, as well. 

The hearing opened with about fifty people, including news- 
paper men and the members of the committee, scattered through 
the large, high-paneled circuit court room of the Court Houce. 
It proceeded informally and, for the most part, with dispatch. 
The railroad case immediately followed presentation of an 
exhibit by the Federation of American Business, concluding 
testimony it had introduced at Kansas City, in which it had 
shown that the government business activities had filtered into 
nearly a hundred and fifty separate lines, using tax money to 
compete with taxpayers. A dominant note throughout the hear- 
ing Was that of warning that, unless “something is done,” the 
entire character and purpose of the government will be changed. 
The witnesses insisted that the barge line “experiment” was 
among the most evil of the many things to be dealt with. 
Another high point was reached when the representative of 
a large railroad equipment manufacturer said his company was 
seriously considering “folding up.” If present policies as to 
regulation and government competition were continued, the 
railroads would soon be a secondary agency of transportation, 
he said, and the manufacturer of freight cars would be in the 
Position of the manufacturer of wagons at the beginning of 
the automobile age—with the difference that the former could 
not turn his plant into an automobile factory. 


Case of the Railroads 


; Appearing for the Association of Railway Executives, the 
principal case for the railroads was presented by Bruce Dwinell, 
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general attorney of the Rock Island, and Walter Kelly, Central 
Freight Association. Their remarks were almost exclusively 
directed to government ownership of the Inland Waterways 
Corporation. 

“The barge line properties of the government should be 
disposed of because continued operation is unfair and unwise,” 
they said. “The government should immediately dispose of 
these properties because the longer it remains in this business 
the more money it will invest, the deeper it will become in- 
volved, the stronger will become its propaganda organization 
and the harder it will be to dispose of it. 

“We do not believe it will be necessary for us to propose 
any detailed plan as to how this should be done. Our recom- 
mendation is that congress, immediately upon convening in De- 
cember, pass a law which shall provide as follows: 


At the earliest possible date, but in any event by July 1, 1933, the 
Inland Waterways Corporation shall cease operations. 

At the earliest possible date the Secretary of War shall dispose 
of all property of the Inland Waterways Corporation to the best ad- 
vantage of the United States. 


The specific objections to continued government competi- 
tion were stated as follows by the railroad representatives: 


The government advertises its transportation service as govern- 
ment-owned and government-operated. Private business cannot com- 
pete with an organization which advertises itself as the direct agent 
of the United States government. 

The officers of the Federal Barge Line do not understand the 
railroad business and, being thus uninformed, make erroneous state- 
ments regarding the railroads, uttering these statements with all the 
force and weight which attaches to their official government position. 
For instance, Major-General T. Q. Ashburn, chairman of the Inland 
Waterways Corporation, stated on June 13, 1931, that: ‘‘The railroads 
try to belittle waterway freight shipments by claims that rail ship- 
ments are faster than river transportation. * * * Our Inland Water- 
ways’ boats carry 16,000 tons of grain from St. Louis to the Gulf of 
Mexico in ten days. Freight trains cannot begin to approach that 
figure.”” As a matter of fact, in June, 1931, the Illinois Central Rail- 
road was regularly moving wheat between St. Louis and the Gulf of 
Mexico in 35 hours, and could have moved 58,000 tons a day at this 
speed. 

We further object because many of these statements of govern- 
ment officials are distributed at the cost of the government and under 
the auspices of the U. S. War Department. For example, copies of 
a speech by General Ashburn were distributed to newspapers by the 
War Department, headquarters Sixth Corps Area, Chicago, accom- 
panied by a request that*° marked copy or clipping of the General's 
speech be mailed to the Assistant Chief of Staff. 

We object to the barge line’s operation because it receives direct 
aid from the government, which is given free to the Inland Waterways 
Corporation, but for which every citizen engaged in private business 
must pay. We refer to the franking privilege by which mail and 
propaganda are distributed. 

The railroads object to the government’s activities in the barge 
line business because the Inland Waterways Corporation does not pay 
taxes on its equipment and does not attempt to pay interest on its 
investment. Property taxes to the extent of over $300,000,000 annu- 
ally are paid by the railroads; likewise the railroads, as a private 
enterprise, must earn a return on their investment if they are to be 
maintained as private corporations. It is not only unfair competi- 
tion for the barge line operations of the government to be conducted 
without regard to taxes and an interest return, but it is also apparent 
that such methods cannot prove that private enterprises can oper- 
ate barge lines at a profit—such proof being the ostensible reason for 
the barge line’s existence. 

The railroads object to the government engaging in the barge 
line business because its rates are fixed solely with a view to secur- 
ing business and not with a view to operating as a private corporation 
must operate. 

We object to this government operation because the government, 
when operating the barge line, does things which it has prohibited 
and made illegal if done by a railroad. It is unfair competition for 
the government to regulate and restrict the railroads and at the same 
time conduct unrestricted competition with the railroads. 

We object to the government engaging in the barge line business 
because its agency has induced municipalities to invest money un- 
wisely in river terminals. To these expenditures the railroads, as tax- 
payers, have been compelled to contribute. In 1931 the taxpayers of 
Peoria paid out $39,109 on account of the river terminal. As rent, 
the Inland Waterways Corporation paid $2,518. The deficit borne by 
the taxpayers of Peoria amounted to $36,591. At Rock Island the to- 
tal charges to the taxpayers in 1931 amounted to $21,000, while the 
income amounted to $1,719, leaving a deficit of $19,281. The Dubuque 
terminal involved charges of $27,129 to the taxpayers in 1931, and its 
income was only $2,037, resulting in a deficit of more than $25,000. 

The railroads object because the Inland Waterways Corporation 
secures the benefit of taxpayers’ expenditures for construction and 
maintenance of the streams on which it operates without accounting 
for them. These expenditures are unnecessary and unjustified. 

Take the lower Mississippi and Warrior rivers, for example. Con- 
sider the annual capital expenditures and maintenance charges made 
only in the period from July 1, 1924, to June 30, 1931. Ignore all pre- 
vious government expenditures on these streams. Then take only 
48 per cent of these costs, as the Federal Barge Line handles only 
48 per cent of the traffic. gnore all taxes and interest charges on 
the barge line’s equipment. There is thus produced an annual charge 
against the operations of the Federal Barge Line on these streams 
amounting to $2,357,744. When this figure is divided by the tonnage 
actually handled, it is found that the operation of the Federal Barge 
Line, on the lower Mississippi and Warrior rivers, is subsidized by 
the taxpaying public to the extent of over $1.50 for every ton of 
freight handled. 

The railroads finally object to further activity of the government 
in the barge business because, according to its own figures, it has 
failed as a business proposition. According to its books the barge 
line has lost $275,000 since its formation. It has credited itself with 
interest of $288,000 on government funds. If it had not had this money 
its loss would have been $563,000. It failed by over $5,000,000 to earn 
the tax and interest charges which a private corporation would have 
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to earn and pay. If it had been charged compensatory tolls for the use 
of the waterways upon which it operates, it would have failed to earn 
these tolls by the amount of almost $19,000,000. The total cost to the 
taxpayers of the United States on this basis, therefore, during the 
period of the existence of the Inland Waterways Corporation has thus 
been about $24,500,000. Contrast this cost to the taxpayer with the 
alleged savings to the shipper. General Ashburn, in a recent address, 
estimated these savings at $7,500,000. In other words, the taxpayers 
paid more than $3.50 for every $1.00 saved by favorably located ship- 
pers. 


Retirement of U. S. from Barge Service 


At the opening of the hearing, a letter addressed to Secre- 
tary of War Hurley by Representative Rich and the Secretary’s 
reply were read into the record. Mr. Rich’s letter had inquired 
as to the War Department’s attitude with respect to the con- 
tinuance of the government barge line service, in the light of 
the resolution under which the committee was operating. Sec- 
retary Hurley’s letter quoted at length from the legislation 
under which the Inland Waterways Corporation operates, point- 
ing out that certain conditions were to be fulfilled before the 
government could retire from the business and stating that 
those conditions had not been fulfilled. 

The railroad representatives contended that the “condi- 
tions” incorporated in the original Inland Waterways Corpora- 
tion act and in the Denison act were such that the government 
operation would be perpetual. It was necessary, they said, that 
new legislation be enacted. 

Following a quotation of portions of the act of 1928, Mr. 
Dwinell said: “It will be noted that these two sections appar- 
ently provide a way in which the government can retire from 
the barge business, provided certain conditions are met. The 
conditions, however, are such that the government will never, 
under the provisions of the act, be able to do so. 

“It is clearly indicated that the United States government 
cannot, under the terms of the act, sell or otherwise dispose of 
the barge line property until the Secretary of War, on the one 
hand, and the Interstate Commerce Commission, on the other, 
simultaneously agree that the conditions set forth therein have 
been fully and simultaneously met. 

“It has been the history of the improvement of navigable 
streams in the United States that, as fast as a channel, as 
authorized by Congress, is completed, demands are made for 
further improvements on the ground that the improvements 
authorized are not adequate. 

“Never will adequate channels be in existence at the same 
time on all the streams on which the barge line operates. 

“The Denison act has been in operation for four years and 
the officers of the Inland Waterways Corporation are dissatis- 
fied with the existing joint rates, through routes, and divisions. 
It is safe to say that, no matter what rates, routes, and divi- 
sions are established, they will not seem adequate or fair to 
the barge line officers. 

“Unless the law be changed, it is apparent that, because 
the work already authorized upon the upper Mississippi and 
Missouri rivers, at the expenditure of hundreds of millions of 
dollars, will take years to complete, the time when the govern- 
ment will retire from the barge business is, at the best, in the 
far distant future, 

“The government is now urged to extend the operations 
of the barge line to all navigable streams of the United States 
and now is the opportune time to stop.” 


Higher Prices for Crops 


Whatever hope officers of the barge line or others held out 
to the American farmer of higher prices for his crops was no 
better than a mirage or will-o-the-wisp, according to Frank 
Theis, vice president of a Kansas City grain company and a 
former president of the Kansas City Board of Trade. He in- 
sisted that past reductions in export rates on wheat had oper- 
ated only to the benefit of the foreign buyer and that that was 
a first test of what would happen in the future. No possible 
good could be obtained by the middlewestern wheat grown 
from a lower barge rate on grain than applied by rail, he said. 

To emphasize a contention that barge line officials had mis- 
represented the potentialities of barge transportation, he quoted 
from an editorial in the Kansas City Times, which followed the 
formal dedication of a river terminal there this year. The edi- 
torial represented General Ashburn as saying at the ceremonies 
that the barge line would save the Kansas farmer 10 cents a 
bushel on his grain. 

“As a matter of fact,” said Mr. Theis, “we have a transit 
balance from Kansas City to the Gulf of 171% cents. That 
amounts to about 1014 cents a bushel, so that the barge line 
would have to carry the wheat for as little as five-tenths of 
a cent a bushel to give the Kansas farmer this saving, even 
if he would get the benefit of a reduction in the rate.” 


Helping One at the Expense of Another 
“T object to the government conducting a fifteen-year trial,” 
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began George C. Miller, president of the Dodge Manufacturing 
Company, Mishawaka, Ind., when he took the stand. “As an 
American citizen I object to helping one community at the ey. 
pense of another. Your committee has one of the STeatest 
problems before it the American people have ever faced.” 

He explained that his company was a manufacturer of 
heavy machinery and conveyor equipment. He said it foung 
it difficult to do business when “there are freight rates that 
I don’t know about.” On several occasions, he said, his cop. 
pany had bid on a job and lost, later to find that the govern. 
ment barge line had made lower rates to his competitor thay 
were generally available. 

On being asked to give specific instances and names, he 
demurred, but said he would undertake to furnish the commit. 
tee with such information, which the committee said it would 
be glad to get. 

An extensive review of the expenditures of the government 
on inland waterway developments was made by L. E. Banta 
traffic manager, Indianapolis Board of Trade, who declared: “tt 
is high time a halt be called on squandering the people’s money 
on waterways Serving the few at the expense of the 
many.” ; 

Getting the Government Out of it 


Following a reference to an address by President Hoover 
at Louisville at the time of the formal opening of the Ohio 
River to navigation, in which Mr. Banta implied that President 
Hoover and Secretary Hurley favored continuance of gover. 
ment operation of the barge line, a colloquy took place between 
him and Representative Rich. Mr. Rich said he believed Secre- 
tary Hurley was sincere in the expression in his letter, read 
earlier in the day, that the government was anxious to get out 
of the barge line business, but that certain conditions must be 
met, 

“If they can’t get rid of it to private enterprise they ought 
to give it away,” Representative Rich declared. “If they can’t 
give it away, they ought to abandon it.” 

The latter, insisted Mr. Banta, would be the only way the 
government could get out of the business. No one conceivably 
would accept it as a gift, under the financial showing that had 
been made, he said. 


Warehouse Competition 


“No private barge line paying taxes can possibly compete 
with the tax free federal barge line,” said J. Beeler, vice-presi- 
dent and general manager, Meade-Johnson Terminal Company, 
which, he said, operated a rail-barge terminal on the Ohio River, 
at Evansville, Ind., in which it had an investment of $560,000. 
“And we find ourselves unable to compete with the low ware- 
house charges of the government barge line.” He cited in- 
stances in which, he said, the government agency had provided 
storage at 14 cents a hundred pounds for which the average 
warehouse would have received from 7% to 10 cents. 

Further objection to the warehousing activities of the barge 
line was offered by Wilson V. Little, executive secretary of the 
American Warehousemen’s Association, Chicago. He dealt with 
other phases of government competition with the warehouse 
industry, but spoke, in part, as follows as to the barge line's 
warehousing practices: 


With respect to the Federal Barge Lines, operated by the gov- 
ernment-owned Inland Waterways Corporation, this carrier by water, 
in its freight tariff No. 9-I, offers warehousing service for the storage 
of sugar in its facilities at Helena, Ark., Memphis, Tenn., Peoria, 
Ill., Rock Island, Ill., St. Louis, Mo., St. Paul, Minn., Minneapolis, 
Minn., Vicksburg, Miss., Birmingport, Ala., Holt, Ala., and Mobile, 
Ala. At these river ports the Federal Barge Lines offers to store 
sugar in transit without making any charge for handling, and its 
rate for storage is one and one-quarter cents per 100-pound bag for 
the first sixty days or fraction thereof. At Minneapolis and St. Paul 
no charge is made at all for storing sugar for the five-month period 
between November 1 of each calendar year and March 31 of the next 
calendar year. 

This charge of one and one-quarter cents per 100-pound bag 
made by this government agency for a 60-day period, compares with 
eight to twelve cents per bag ordinarily assessed by public mer- 
chandise warehousemen for a like period. The five months’ free 
storage at Minneapolis and St. Paul compares with at least 13 cents 
per bag that warehousemen in those cities must charge if they are 
to be adequately reimbursed for the cost of storing sugar for five 
months in their plants. ... 

There has been no appreciable increase in the aggregate traffic 
movement of sugar since the Federal Barge Lines instituted these 
storage arrangements, so that it may be said that the sugar now 
being stored in such large volume in its terminals has, for the most 
part, been diverted from the plants of taxpaying citizens—warehouse- 
men who formerly enjoyed this storage business and who had put 
their money in facilities to handle it. This sugar would, for the most 
part, now be in these public warehouses, built by private capital in 
response to a definite need on the part of sugar refiners, were it not 
for the ruinous competition of the government in its furnishing the 
refiners with warehousing service for nothing or next to nothing. . 

The public merchandise warehousemen who have thus had this 
storage business taken away from them in competition with an agency 
owned by their government are located not only in the MississipP! 
valley and territory adjacent thereto, but there are warehousemen 
on the Pacific coast who find that sugar storage that they have heré- 
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tofore taken care of has likewise been diverted to these government- 
owned facilities at Mississippi and other river ports. 


Financial Condition of Railroads 


An account of the financial condition of the railroads was 
introduced by E. G. Buckland, chairman of the board of the 
New Haven and president of the Railroad Credit Corporation. 
Among other things, he pointed out that railroads paralleling 
the lower Mississippi River had found it necessary to make 
requests for loans from the Railroad Credit Corporation and the 
Reconstruction Finance Corporation in disproportionate amounts, 
as compared With other lines. Receivership of the Mobile and 
Ohio was, in large measure, attributable to competition from 
the government operations on the Mississippi and Warrior 
Rivers, he asserted. 

He gave a history of events leading up to creation of the 
two agencies from which the railroads had borrowed, holding 
that “it is obvious that railroads, borrowing money from the 
government at 6 per cent, can not compete with the barge line 
which does not even have to pay interest or taxes.” Some of 
the money which the railroads had borrowed from the govern- 
ment, he added, was used to pay taxes. 


Central Nebraska Position 


However much river cities might desire aid from the gov- 
ernment in developing the waterways, Central Nebraska was 
much opposed to any further expenditures “on naturally un- 
navigable streams,” said E. B. Ryan, traffic manager of the 
Grand Island (Neb.) Chamber of Commerce and president of 
the Nebraska Traffic League. Existing railroad facilities were 
adequate for the transportation needs of the country, he argued, 
and there was no economic justification for a duplication of 
facilities by creation of waterways which will weaken the rail- 
roads. The inevitable result, he insisted, would be higher rail 
rates. 

“It is not our position,’ he went on, “that the waterways 
will not be of benefit to cities on the waterways, but it is at 
the expense of the farmer and the interior.” Continued develop- 
ment of waterways, he held, would make it necessary for the 
railroads to ask for fourth section relief, giving lower rates 
to river cities than were enjoyed by interior territory. 


lowa Sentiment 


A change of sentiment in Iowa on the waterway question 
was testified to by Ray Eggert, who introduced himself as “just 
a newspaper man from Waterloo, Iowa.” Six months ago, 
declaration by a politician that the barges would soon be com- 
ing up the river would have brought cheers from an Iowa 
community, he said. That was not so today. The citizens of 
the state had become convinced that waterway development 
was just another one of the governmental “extravagances” that 
must be stopped. He presented a resolution adopted by a con- 
vention of 200 Iowa publishers, at a recent convention, opposing 
further expenditures on the waterways and government opera- 
tion of the barge line. 


Rail Purchases Needed 


“Nothing,” said D. P. Settlemire, secretary and treasurer of 
the Mt. Vernon Car and Manufacturing Company, Mt. Vernon, 
Ill, would do more to stimylate business than purchase of 
150,000 cars by the railroads. He explained that a proposal of 
that sort had been considered by the government. “But when 
we talk to railroad men,” he added, “they say we don’t want to 
buy any cars now. We don’t need them. They don’t need them, 
in part, because of the subsidy the government has given water- 
way transportation.” 

While waterway transportation was only one of the troubles 
of the railroads, he agreed, it was a particularly significant evil 
among those they faced. Government policies as to regulation, 
highways, and other matters, he held, had gone a long way 
toward making the railroads obsolete, though there was no nat- 
ural reason for so regarding them. He said he recognized great 
changes had taken place and that we were living in a new age, 
but that there could be no doubt the railroads would prosper 
in the future, if they were dealt with justly. On the whole, his 
atttitude was pessimistic, expressing the view that “we are drift- 
ing toward government ownership.” He supposed government 
ownership of the railway equipment industry would be the next. 


The Panama Canal 

Construction of the Panama Canal, according to R. J. 
Dellinger, traffic manager, Western Stoneware Company, Mound 
City, Ill, was at the bottom of a great deal of the interest in 
waterway development. Its construction had given eastern man- 
ufacturers a freight rate advantage over the middle west, he 
said, and middle western interests hoped to offset that by con- 
struction of inland waterways. He oppesed waterway develop- 
ment and government operation of the barge line as eco- 
nomically unsound and a waste of the taxpayers’ money. 
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Inland Protective Association 


A group of witnesses was presented by L. H. Jonas, Cen- 
tralia, Ill., secretary of the National Inland Transportation Pro- 
tective Association. His organization, he explained, was created 
to oppose expenditure of public money on waterways, govern- 
ment participation in business, and to obtain equitable regula- 
tion of all forms of transport. 

J. W. Stedlin, president of the Marion County Coal Company, 
and president of the association, objected to disruption of the 
rate fabric on coal as a result of barge line competition, insisting 
that the effect of the competition of an unregulated carrier with 
the railroads would be disastrous for all mines not located on 
the waterways. 

A protest against government in business, and in particular 
on the waterways, was presented by Dick Edgeworth, chairman 
of the finance committee of the Mine County (Ill.) Board of 
Supervisors, one of Mr. Jonas’ witnesses. 

Two railroad employes, E. J. Czocky, in the mechanical 
department of the Missouri Pacific, at St. Louis, and J. B. Craig, 
locomotive engineer for the Illinois Central, at Memphis, testi- 
fied that railroad employes were opposed to development of 
the waterways, that they regarded the government’s activities 
as improper, and that they were organizing to oppose them. 


Views of a Banker 


The last witness on the waterway question was Rome C. 
Stephenson, a South Bend banker and former president of the 
American Bankers’ Association. 

“That the government has been gradually extending its 
operations into the realms of business and interfering with 
legitimate enterprise to such an extent that these activities are 
a menace to our free institutions is generally recognized,” he 
asserted. “It should not be left to the railroads and business 
executives to fight to force the government out of business, but 
every patriotic citizen who desires to have this country to con- 
tinue to thrive and prosper under our constitution should add 
his voice and influence to stop the disastrous tendencies before 
it is too late.” 

Competition between the railroads and government on the 
waterways, he held, was only one of many situations where the 
private citizen was brought into competition with his own tax 
money. “It is to be hoped that an aroused public conscience 
will be awakened that will bring to an end the obnoxious and 
unwarranted activities of the United States in competition with 
our citizens.” 

At the conclusion of the testimony, Cleveland A. Newton. 
as counsel for the Mississippi Valley Association, which he said 
was a shippers’ organization, asked that time be reserved at a 
future hearing for the association to reply to the attack that 
had been made on the general policy of waterway development. 

Announcements of the committee have stated that, at a 
future date, an opportunity will be given heads of government 
bureaus attacked to be heard. 


Parcel Post Competition 


Charges that the parcel post service of the Post Office 
Department is driving private express companies out of busi- 
ness were made before the committee August 24, by E. L. Oliver, 
appearing on behalf of members of the Brotherhood of Railway 
and Steamship Clerks in express service. Not only is the gov- 
ernment service subsidized, in that the parcel post business is 
conducted at a loss, said the witness, but the government puts 
“drummers” on the road to solicit business in competition with 
private express companies at a “cut throat” rate. 

Mr. Oliver’s contention that operation of the parcel post 
service at less than cost was in violation of the parcel post act 
of 1912 drew from Representative Rich a condemnation of exist- 
ing practices. 

“A Postmaster General who won’t obey the mandate of the 
law should be dismissed from service,” he said. “I will recom- 
mend such action to Congress unless the law is complied with 
and the rates adjusted to cover the cost of operation. The 
operation of a parcel post service with a constant deficit, that 
is relying on letter postage and taxes to mend the deficit, is 
forcing the taxpayers to assume an unwarranted financial 
burden.” 

The witness asserted that the parcel post service was playing 
into the hands of the mail order houses, at the expense of mer- 
chants and stores in small communities. 


I. C. C. in Business 

“You would not think the Interstate Commerce Commission 
would be in the business of selling butter and eggs and pillow 
slips,’ said Representative Shannon, chairman of the commit- 
tee, in an address at the Midland Club in Chicago the evening 
of August 24, in which he attacked “bureaucratic parasites,” and 
asserted that the only way to reach bureaucracy was to with- 
hold the money necessary for its functioning. 
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Reference to the Commission’s activities had to do with the 
operation of the In-Com-Co Club, which makes mass purchases 
for Commission employes. 

“The idea they are developing is the Russian Soviet idea,” 
he said. “It does away with the middleman with a vengeance. 
It is in use in Washington today under the bureaucrats. Wash- 
ington is a perfect hive of nosing-in agencies.” 

As described by Representative Shannon, the In-Com-Co 
Club purchases a carload of eggs one day, a carload of butter 
another, and, perhaps, a carload of linen another, 

Everything is purchased in mass, he explained. Then it is 
taken out in government trucks and distributed. It cuts out the 
little dealer in these products and the employe gets his bacon 
and eggs at the carload rate. 

“When the merchants of Washington protested,” he said, 
“the secretary of the Commission wrote that the idea of mass 
buying was to create an improved morale. , 

“There you have it in a nut shell. No doubt the morale of 
the government job holders has been maintained at a high pitch. 
But what has been done to keep up the morale of the little 
merchants across the street, who pay taxes, and but for this 
mass buying by the government would get their share of the 
employes’ business? 

“It would seem that the salaries paid the employes—in this 
case the eleven commissioners are drawing $10,000 a year each 
and, at that particular time, their salary was $12,000—ought to 
be sufficient to keep up their morale.” 


AGES OF AIRPLANES 


A survey completed by the aeronautics branch has brought 
out the fact that the majority of aircraft now in service are com- 
paratively new, having been built within the last three and one- 
half years, according to Clarence M. Young, Assistant Secre- 
tary of Commerce for Aeronautics. 

Ten thousand seven hundred and forty-three aircraft were 
carried on the department’s registration records as being either 
licensed or identified on June 1. Approximately 70 per cent 
were licensed. Among these, there were only 371 single engine 
and 3 multi-engine craft which were found to have been in 
service since 1926, or prior thereto. However, there were a 
few craft concerning which the dates of manufacture were not 
known. 

Of all the aircraft under consideration, the greatest number 
were manufactured in 1929. These included 3,296 single engine 
and 143 multi-engine designs. Those manufactured in 1930 num- 
bered 2,165 single engine and 51 multi-engine; in 1931, 1,513 
single engine and 58 multi-engine. Craft manufactured in the 
first five months of 1932, and holding licenses or identification 
numbers on the date of the survey, totaled 214 single engine 
and 3 multi-engine. Other information set forth follows: 





Among the 7,386 aircraft holding licenses on the date of the 
survey, 7,089 were single engine and 297 multi-engine. Of 3,357 un- 
licensed craft, 3,337 were single engine and 20 multi-engine. 

Consideration was given also in the survey to classification by 
engine horsepower and seating capacity. 

Of the total number of craft on record, including licensed and 
unlicensed, the greatest number were powered with engines of 90 
horsepower or less. There were 5,457 in this class. Craft of 91 to 
200 horsepower numbered 2,886, and the totals for other classifications 
were: 201 to 300 horsepower, 1,609; 301 to 400 horsepower, 51; 401 to 
500 horsepower, 279; 501 to 600 horsepower, 183; 601 to 900 horsepower, 
126; 901 to 1,300 horsepower, 128; and 1,301 or more horsepower, 24. 

As to seating capacity, it was found that of the total number 
of licensed and unlicensed aircraft the greatest number in any one 
seating capacity classification was that for 3-place designs. These 
numbered 4,914. Those of other seating capacities (including crew) 
were: 1-place, 1,018; 2-place, 2,873; 4-place, 759; 5-place, 371; 6-place, 
314; 7 to 10-place, 300; 11 to 15-place, 163 and 16-place and over, 31. 


AIR TRAFFIC 


Aircraft of American-operated scheduled air lines carried 
248,954 passengers and flew 24,668,414 miles in the first six 
months of 1932, according to Clarence M. Young, Assistant Sec- 
retary of Commerce for Aeronautics. These totals represent 
increases over the first six months of 1931 of about 55,000, with 
respect to passengers carried, and more than 4,000,000 in num- 
ber of miles flown. This survey also shows that of the 60,850 
trips started in this period, 57,630, or approximately 95 per cent, 
were completed. 

Mail carried in the period January-June, 1932, was 4,342,507 
pounds as compared with 4,589,707 in the corresponding part of 
1931. Air express was 712,638 pounds in the first half of 1932, 
a substantial increase over the 417,309 pounds carried in the 
first half of 1931. 

The survey also revealed that 580 aircraft Were in use on 
American-operated air lines and that these aircraft consumed 
11,178,807 gallons of gasoline and 317,656 gallons of oil in the 
first half of the year. It was shown, too, that the airlines fur- 
nished employment for 5,461 persons, classified as follows: 558 
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pilots, 167 copilots, 1,929 mechanics, 1,522 field personnel, ang 
1,285 office personnel. 

The statistical study just finished is the regular semi-annua] 
report on operations of scheduled air lines, including  thoge 
operating within the United States, and those extensions to 
foreign countries which are operated by American companies, 

The peak month of the half year period, for miles flown and 
passengers carried, was June. In that month the air lines flew 
4,421,978 miles and carried 51,871 passengers. The heaviest 
month for air express business was March, when the total] 
poundage was 140,505. March, also, was the leading period for 
air mail, 765,228 pounds having been transported in that month, 

A summary presenting comparisons with the first six months 
of 1931 follows: 


Domestic 
January-June January-June 
1932 1931 
NE IU faa ar cenk casa. pb vk weak 22,204,295 18,129,168 
PARBONROTS BOW és occ s60:000 0.0010 217,588 169,816 
PEXDTORS CBOOUNGES) 6 occ cccccccscoce 441,192 247,422 
re re rer ree 4,081,270 4,332,714 
Mail payments ........6.cccceeeo$ 9,198,060.32 $ 9,160, 260.88 
PASSENEEF-MiCS ...-00ccecveseece 54,534,746 10,855,654 
Foreign 
BE HTNTE ine 6 ove winrtdins eeneseces 2,464,119 2,175,262 
PASBONBETS TOWN ..cccccccccccces 31,366 23,835 
PERTORN. LOUNGE) .ncdcccccdiccecs 271,446 169,887 
EE SOUND 5 o.occ 0 ccs wbsbcceécce 261,237 256,993 
Mail payments ........cccecccees$ 3,445,643 .95 $ 3,464,772.00 
PASBENSSTAIMUCE 6c ccccscseseeses 8,994,792 6,646,247 
Domestic and Foreign 

eee ee eT eC er 24,668,414 20,304, 430 
PRBBOMSOPD GOWN .occascc conse es 248,954 193,651 
ePOEs (DOUMGS) .2cccccvisvcces 712,638 417,309 
rere eee 4,342,507 4,589,707 
Mail PAYMOCHIA 2... cccccecccccccGla Ole, 108.20 $12,625,032.88 
PGERGCRBOCT-MINIOB  oiiskc ces ceeccises 63,529,538 47,501,901 





TANK CAR FLEET GROWS 


Two more tank car fleets have been added to the equip. 
ment of General American Tank Car Corporation. It announces 
the acquisition of all the tank cars of Armour and Company 
and Penick and Ford, manufacturers of food syrups. 

Under the terms of the transfer, the General American will 
lease to these companies all their tank car requirements for a 
period of years. The cars will be operated and maintained 
through General American’s organization as a part of its fleet 
of 30,000 tank cars. 

Purchase of these cars is another step in the expansion of 
General: American operations in the food industry. Formerly 
the use of General American cars was largely confined to the 
petroleum industry, but in recent years its operation has be- 
come so diversified that foodstuffs and chemicals today supply 
the major portion of its business. It now supplies all the rail- 
road cars used by Swift and Company and many smaller pack- 
ers. Through the General American Pfaudler Corporation, it 
operates a fleet of glass-lined milk cars used by principal dai- 
ries throughout the country. 

Armour and Company have had about 500 tank cars used 
for the transportation of lard, animal fats, and tallows. These 
products all are loaded as liquids. Each tank car is equipped 
with heater coils to facilitate the unloading should the prod- 
ucts solidify in transit. 

Penick and Ford are known chiefly for their table syrup. 
They produce other refined syrups sold in tank car quantities 
to manufacturers of candies and other food products. They 
also deal in molasses in wholesale lots. They have had about 
200 tank cars used for hauling raw molasses, as well as the re 
fined product. ; 

Addition of the Armour and Penick and Ford carriers en- 
larges the General American fleet by 700 tank cars. 





REDUCED RICE AND COTTON RATES 


A formal hearing on proposed reduced rates on rice and 
cotton to Lake Charles and New Orleans will be conducted by 
the Louisiana Public Service Commission August 30, The 
Commission had stated that funds were lacking for the hearing 
but the granting of a temporary injunction restraining the 
carrying into effect to reduced rates approved after an informal 
hearing caused a change in attitude. Commissioner LeBlanc 
declared he would stand the expense personally, if necessary. 
The docket for the hearing includes the application of the Texas- 
Louisiana Tariff Bureau for reductions as high as 25 per cent 
in rates on rice from points of origin to Lake Charles and NeW 
Orleans, and the application of the Chicago, Rock Island and 
Pacific, the Texas and New Orleans, and the Missouri Pacific 
for reductions of as high as 35 per cent on cotton from points 
of origin to Lake Charles and New Orleans. The reductions 
are to meet truck and barge competition. 
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Motor Vehicle Transportation 
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RAILROADS ON THE HIGHWAYS 


PENING of a strictly highway service by the Railway Ex- 

press Agency between Chicago and Milwaukee, Wis., and 
Chicago and South Bend, Ind., August 22, through its subsidiary, 
Railway Express Motor Transport, is giving motor transport 
operators and others something to think about. Though modest 
in its beginnings, this experiment of the Express Agency is, at 
least, stimulating to the mind of the student of transportation. 
An endless variety of possibilities present themselves. Is this 
the beginning of a nationwide highway service provided by a 
single agency? Will the new company, as has been suggested 
would be wise, eventually take over all the L. C. L. operations 
of the railroads? Does this mean the beginning of the end of 
highway transport on a small scale, through the competitive 
forces that will be set to work? 

All such speculation, for the time at least, must be carried 
on without the help of the officials of the new highway agency— 
men who have grown old in one of the oldest transportation 
services in the country. The extent to which they are willing 
to commit themselves is that they have begun a new service— 
one that, they hope, will prosper and grow. It is a real experi- 
ment in that the routes chosen would be difficult to duplicate 
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Seven-ton, aluminum body trailer and tractor units placed in 
service August 22 by highway subsidiary of the Railway Express 
Agency. 


anywhere in the country from the point of view of the keenness 
of competition to be met. The routes were chosen with that in 
mind, it is stated. 


Between Chicago and Milwaukee, in addition to a horde of 
other highway operators—common carrier, contract and private 
—there is an exceptionally highly developed rail service for 
package freight or L. C. L., and a boat service on Lake Michi- 
gan. The rail service between Chicago and South Bend is equally 
good. The Wisconsin commission has issued no less than 38 
operators’ permits to highway transport companies using 182 
motor units for service between Chicago and Milwaukee, The 
Indiana commission has issued certificates to eleven common 
carrier truck lines to operate between Chicago and South Bend. 
The number of contract and private trucks shuttling over either 
route cannot even be estimated, but any night traveler along 
them knows the number is not small. A natural reflection of 
such a traveler is that, if rail roadbed were used as intensively 
for freight transportation, there would be no railroad problem. 

The new company began operating with four tractor-trailer 
units, which will serve alternately on one route and then the 
other. The highway distance over both routes is 97 and a frac- 
tion miles, the schedules calling for approximately a five-hour 
run between terminals. The trailers are of special design, with 
aluminum bodies, and a rated capacity of seven tons. 


“If we can make a success of this experiment,” said an 
official of the new company, “we shall feel reasonably sure we 
can make a success of a straight highway operation anywhere. 
It was for that reason the particular routes were chosen. We 
know what we are up against in the way of competition, but 
there is an enormous business to ‘shoot at’—particularly between 
Chicago and Milwaukee. We hope to get our part of it. We 
are not out to get business from the railroads so much as to 
return business to the express company that has been taken 
away by the highway operators. It is business we developed 
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in the first instance—business that 
expedition and service.” 


requires the maximum of 


The initial tariff of Railway Express Motor Transport 
provides three ratings for shipments, with certain excepted 
articles. Commodities moving at the first and third class ratings 


are named and all others dumped into the second class rating, 
other than named excepted commodities. Rates for the highway 
service are 10 per cent higher than regular rail rates. 

L. O. Head,, vice-president of the Railway Express Agency 
at Chicago, is also vice-president of the highway subsidiary; 
A. C. White, general manager at Chicago of the Express Agency, 
holds the same position with the motor transport company; E. L. 
Hamilton, superintendent of vehicles, Railway Express Agency, 
is general superintendent of Railway Express Motor Transport. 

With this company in operation, all the railroads are now 
on the highways. 





MEETING TRUCK COMPETITION 


Alabama railroads have moved to meet truck competition 
by reducing their rates on logs, cotton, household refrigerators, 
and canned goods. 

The Seaboard Air Line was authorized by the Alabama 
Public Service Commission to publish reduced rates on logs 
moving into Montgomery, the reduction to become effective after 
the logs move out of Montgomery as lumber over the Seaboard 
line. 

The first application ever received in Alabama asking a 
slash in rates on canned goods was filed by the Southern Rail- 
road, proposing 30 per cent reduction from Catherine to Bir- 
mingham, and from Catherine to Mobile. The carrier said a 
heavy movement of canned goods was expected in the near 
future from Catherine. 

The Alabama, Tennessee and Northern proposed a double 
scale of rates to meet trcuk and barge line competition on cot- 
ton. The first scale fixed the rate at 1 cent a mile a bale for 
less than carload lots moving from all points on its line into 
Mobile. The second scale proposed a rate of 20 per cent under 
the first scale on 40-bale minimum shipments. 

In a joint application, all Alabama railroads asked for a 
revision in rates on household refrigerators (not electric). The 
proposed rates are slightly increased but would result in lower 
charges, due to a reduction in the minimum carload weight. 


TAXATION AND REGULATION 


The great mass of highway users look with favor on the 
regulation of highway common carriers by the states and, where 
feasible, by the federal government, says the American Auto- 
mobile Association, in a statement issued by Thos. P. Henry 
of Detroit, its president. He thus outlined the attitude of the 
national motoring body on the regulation and taxation of com- 
mercial motor vehicles: 





3ecause of the agitation conducted by the railroads and the smoke 
screen behind which they are pressing their legislative campaigns, 
there is a great deal of misunderstanding as to the attitude of high- 
way users, particularly the passenger car owners, toward the regula- 
tion of highway common carriers. 

The American Automobile Association has for years favored 
adequate regulatiom of highway common carriers by the states and 
where interstate bus operations are involved, by the federal govern- 
ment. There is a great difference, however, between such regulation 
and the strangulation through the use of the taxing weapon which 
the railroads are encouraging throughout the country today. 

Forty-seven states and the District of Columbia now regulate 
common carrier busses. This measure of regulation was, as a mat- 
ter of fact, secured, in most instances, on the initiative of the bus 
operators themselves. It was the railroads back in December, 1930, 
according to Senator James Couzens of Michigan, chairman of the 
interstate commerce committee of the U. S. Senate, that prevented 
the enactment by Congress of a bill for the regulation of busses 
engaged in interstate commerce. 

The difficulty with truck regulation pertains to the fact, not 
always revelaed by the railroads, that only a small fraction—namely, 
190,644 out of 3,466,303 trucks—are engaged in common carrier busi- 
ness, either interstate or intrastate. The investigation of the Inter- 
state Commerce Commission revealed the difficulty of the problem 
and the inadequacy of the experience data to date as a basis for 
interstate regulation. The states themselves are tackling the problem. 
A constructive solution of it is highly desirable, both from an economic 
standpoint and from the standpoint of safety. 

The states have ample powers to make such regulations as would 
assure maximum safety for passenger cars using the highways along 
with heavy commercial vehicles. The question of length and width 
of these vehicles, including the truck and trailer combination, is cer- 
tainly one deserving of study. However, it should not be approched 
in the punitive spirit that the railroads are fostering today. 
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It is to be hoped that the legislatures will insist on facts and 
not be led to hasty action by the shock battalions of railroad em- 
ployes who have been so carefully coached that they speak the same 
lines with the same pathos and the same dramatic appeal at all the 
crossreads and way stations of America. They are careful not to 
point out that there are 50,000 communities in the United States 
that have no rail facilities and are wholly dependent on highway 
transport. They do not reveal that out of 98,900 busses operating 
today, only 32,500 are engaged in common carrier service between 
cities, while 48,000 are wholly engaged in the transporting of school 
children. Do the railroads want to increase the tax burden of the 
latter? Do they want to abolish the consolidated school? 

When it comes to the taxation of busses and trucks, the American 
Automobile Association, which primarily speaks for the passenger car 
owners, believes that commercial motor vehicles should pay a share 
of the road bill commensurate with their use of the road and the 
differential, if any, between the cost of arteries adequate for passenger 
car traffic and arteries necessary for heavy commercial traffic. This, 
however, is a matter for technical study. The commercial vehicle 
operators claim that they are now paying their share. 

Pending definite conclusions based on expert studies, it is un- 
scientific to resort to indiscriminate use of taxation as a means of 
bringing about the equality of opportunity on which the railroads lay 
so much stress and to which they are entitled. 


CANNED GOODS IN TEXAS 


An order has been issued by the Texas Railroad Commis- 
sion authorizing railroads to reduce their rates on canned goods 
from Gulf ports to inland points from 15 to 20 per cent. The 
lowered rates will, it is expected, enable the railroads to regain 
most of the canned goods traffic which has been lost to motor 
truck lines which have been transporting 90 per cent of such 
goods. The reduction also will apply from canning factories 
in Rio Grande Valley to other Texas points. Equalization of 
Galveston and Texas City with Houston was authorized under 
the schedule at points more than 150 miles from Houston. 


STORE-DOOR DELIVERY SUIT 


In denying a preliminary injunction in equity No. 7233, 
New York Dock Railway et al. vs. Pennsylvania Railroad Co., 
the store-door delivery suit, Judge Welsh, of the federal court 
of the eastern district of Pennsylvania, said he was of the 
opinion that, as a general rule, on a motion for a preliminary 
injunction, it was wise policy not to enter fully into a discus- 
sion of the merits or demerits of the case. However, he added, 
a case of such far-reaching importance to the public welfare as 
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this one required that the court give a brief statement of the 
reasons leading to its conclusions and its action. 

The only disagreement, he pointed out, was as to conclusions 
and inferences to be drawn from the facts about the proposed 
service and the statute. After that statement, Judge Welsh 
said: 


After giving due weight and most careful consideration to the 
arguments advanced by complainants and the defendant, the court 
is of the opinion that the proposed new service does not constitute 
an extension or abandonment of line within the meaning of the acts 
of Congress relating to the Interstate Commerce Commission as jn- 
terpreted by the decisions cited. This is the opinion of the court 
based on the pleadings and the arguments furnished. What the 
Interstate Commerce Commission might conclude based upon a more 
extensive argument aud a complete investigation properly conducted 
is not for this court to say. The Interstate Commerce Commission 
will have an opportunity to pass upon the question if it so desires 
when the proposed tariff schedules are posted or filed with the 
Commission. They will have direct notice of the proposed changes 
and if they are of the opinion that the new service constitutes an 
extension and abandonment of line in fact, the Commission will no 
doubt make its own inquiry and its own ruling. This court cannot 
——_ that the Commission will fail in its duty to the law or to the 
ublic. 

” For the court to grant a preliminary injunction at this time, 
implying thereby a reasonable belief that a permanent injunction 
later on would be warranted, would require the assumption that the 
Commission would fail in this respect. In the Trucking Less-than- 
Carload Freight in Lieu of Rail Service in Chicago District, 185 
I. C. C. 71, decided May 26, 1932, the Commission held that motor 
truck or wagon transfer service performed in connection with ter- 
minal service by a rail carrier is subject to the jurisdiction of the 
Commission, and that an extension of the service and rates therefor 
must be published with the Commission. The defendant in this case 
(Pennsylvania Railroad) recognizes the binding effect of that decision 
and purposes to file its tariff schedules accordingly. Any opposition 
to the contemplated schedules will develop the details of the charges 
that the defendant proposes to adopt in the New York Port area, 
The Commission will then have officially before it all of the facts 
of the case and can decide in its accordance with its best judgment. 

Congress has, by legislation, set forth to what extent the railroad 
interests of the country are subject to the control of the Interstate 
Commerce Commission. This court cannot go further in that respect 
than the enactment of the Congress by deciding that in matters 
of economic management and improved service to the public as a 
whole, progressive railroad management must first submit its plans for 
the approval of the Commission. Any other viewpoint would con- 
stitute the Commission the actual directors of the railroads of the 
country. Congress has not so directed. 

The court accordingly finds that the proposed changes do not 
constitute an extension or abandonment of the railroad line under the 
existing laws and denies the injunction prayed for and dismisses 
the bill of complaint. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 
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EQUALIZATION OF REGULATION 
Editor The Traffic World: 

In your editorial, “Public Revenue Consideration,” in the 
July 9 issue you say: 

“We do not favor piling restrictive regulations on the 
competitors of the railroad merely to make conditions equal. 
Rather we would take most of the regulations from the rail- 
read.” 

We heartily concur in what you say. In fact, in one of our 
former communications to the Open Forum column we ex- 
pressed exactly the same sentiments. 

The Morey Mercantile Co., 
R. Flickinger, Traffic Manager. 
Denver, Cole., August 23, 1932. 


MOTOR AND RAIL TAXES 
Editor The Traffic World: 


As of possible interest to you I am enclosing a copy of 
letter I have written to Mr. Thomas P. Henry, President, Amer- 
ican Automobile Association, Detroit, Mich., in reference to 
his statement quoted on page 342 of the Traffic World of 
August 20: 





Samuel O. Dunn, Editor, The Railway Age. 
Chicago, August 25, 1932. 





Your recent statement regarding railroad and motor vehicle taxa- 
tion, which was published in the Daily Traffic World and Traffic 
Bulletin of August 18th, has been called to my attention. 

In my position as editor of the Railway Age, I am fully informed 
as to the railway attitude toward highway taxation. I have never 
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heard any railroad man in the United States advocate or even suggest 
any increase whatsoever in the taxes paid by the owners of private 
motor vehicles. 

For a number of years, the manufacturers and operators of com- 
mercial highway vehicles have been attempting, with more than a 
fair degree of success, to hide the obvious subsidies given to these 
vehicles behind the screen of the total amount of taxes paid by all 
motor vehicles. It is obvious that, of these total taxes, an overwhelm- 
ing proportion is paid by the owners of private motor vehicles, whose 
interests are in direct conflict with those of the commercial highway 
operators, 


The question of the amount of taxes paid by the private motorist 
does not enter into this situation at all, from the railroad standpoint. 
The private motorists pay for their highways either in motor vehicle 
taxes or in general taxes. How they pay is a matter of indifference 
to them, and to the railroads. The money comes out of the same 
pocket, and it is immaterial whether the payment is made as a license 
fee, as a gasoline tax, or as a general property or income tax. 

With reference to commercial highway transportations, which is 
the sole point at issue, the situation is entirely different. As regards 
the railroads, they are taxed to help provide and maintain rights-of- 
way for subsidized and unregulated competitors, who take business 
from them, At the same time, the private motorist (ignoring the 
questions of added inconvenience and greatly increased hazard) has 
his taxes increased to provide, maintain and repair our extra-wide 
and extra-thick surfaced highways, which are not required for the 
average private vehicle but which are constructed when, as Mr. 
MacDonald of the Bureau of Public Roads puts it, ‘‘we are going to 
build for commerce.’’ Neither the railroads nor the motoring public 
can justly be required to provide and maintain public property which 
is used for private gain. 

The highways and city streets are used by motor buses and trucks 
in competition with the railways. Claims are made that the opera- 
tors of these buses and trucks are paying large taxes which com- 
pensate the public adequately for their use of the highways. As 
a matter of fact, most of these operators of buses and trucks are 
not paying any taxes at all. 

The word ‘‘tax’’ is defined as ‘an enforced contribution levied 
upon persons, property or income * * * for the support of govern- 
ment.’’ Every cent of the taxes paid by the railways is, in this 
sense, a tax, while a charge for the use of public property is not a 
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tax, but a rental. If a man were allowed to open a cigar store 
in a federal postoffice building, what he paid for the privilege would 
not be a tax, but a rental. Our highways are just as much public 
property as a postoffice building. Those who use them for the trans- 
portation of passengers and freight for hire plainly should be required 
to pay for the privilege, and the so-called motor vehicle and gasoline 
“taxes” they pay are not actually taxes at all unless these and other 
payments made by them to government are sufficient not only to 
compensate the public adequately for the use of the highways, but 
sufficient, in addition, to contribute, as railway taxes do, toward the 
support of all the educational, police and other functions and activi- 
ties of government, ; : 

Who actually pays for the construction and maintenance of our 
highways? Of the almost 19 billion dollars we spent upon all our 
highways, including city streets, in the eight years ending with 1930, 
only about four billion dollars, or 22 per cent, was derived from motor 
vehicle and gasoline taxes, while the remaining 78 per cent, amount- 
ing to almost 15 billion dollars, was derived from bond issues and 
general property taxes. Even as recently as 1930 only 30 per cent 
of the money spent upon highways and city streets was derived from 
motor vehicle and gasoline ‘‘taxes,”’ so-called, ; 

Now in large measure, the public which owns the highways and 
streets also owns the 25 million private automobiles that run upon 
them, and it has a right to tax itself in any way it pleases for the 
provision of highways for such public use. But the operation for 
hire of huge buses and trucks upon the highways and streets is not 
a public use of them, but is the conduct of a private business for 
private profit. Generally speaking, the operators of buses and trucks 
do not pay relatively as high vehicle and gasoline ‘‘taxes,’’ so-called, 
as the owners of private automobiles, and as the owners of all motor 
vehicles are not paying in vehicle and gasoline ‘‘taxes,’’ so-called, 
one-third of our total highway costs, it necessarily follows that the 
owners of buses and trucks would have to pay more than three times 
as much for the use of the highways as they are now paying before 
they would fully compensate the public for the use they make of 
its property to carry on their private business, and also contribute any- 
thing in real taxes toward the support of government. : 

As I previously stated, the commercial motor vehicle industry has 
been attempting for years to hide behind the private motorist. Such 
action savors not only of duplicity, but also of the weakness of the 
commercial vehicle case if it were robbed of its camouflage. Further- 
more, I have long been unable to understand how the American Auto- 
mobile Association, which presumably is supposed to advance the 
interests of the private vehicle operator, can consistently lay down 
a smoke screen for the commercial vehicle manufacturers and opera- 
tors, when the interests of these two classes are in direct and violent 


a are confronted today with_the most serious transportation 
situation the country has ever known. A sound solution of our pres- 
ent problems is just as essential to the motor vehicle industry as 
it is to the railroads. Such solution may be attained only by facing 
the facts—not by distorting them. 


COLLECTION OF SMALL CHARGES 


Editor The Traffic World: 

I want to bring your attention to one instance of the un- 
businesslike way in which railroads are conducted. I have for 
a long time opposed and tried to have alleviated a situation 
under which shippers work in that they are forced to mail out 
checks for 50c and $1.00 charges without being allowed to have 
them accumulate until they reach the respectable sum of at 
least $2.00. 

The only answer you can obtain from any freight agents’ 
association or local freight house is the old reference to “it is 
the law’—the only law in this country that I know of that is 
held with such reverence. I am citing you one instance that 
will bear out my contention. 

On July 28 we received from the Canadian Pacific a bill 
for 2c covering an emergency charge on a shipment weighing 
20 pounds which we consigned to a consignee in Three Rivers, 
Quebec. Whether they are legally entitled to collect the 2c on 
a shipment transported wholly through Canada I do not know, 
but the bill was not paid. 

About ten or fifteen days later, after having used a 3c 
stamp and an envelope to mail us the 2c bill, not counting the 
expense of making it out, we were called on the telephone, 
which costs them in this city 41%4c, with the insistence that we 
mail them a check for the 2c. My reply over the telephone was 
that besides the cost of the check and the envelope, it would 
be necessary to pay the government a tax of 2c on the check 
and put a 8c stamp on the envelope. The come-back from the 
local cashier’s office was, why could we not put a 2c stamp in 
an envelope? But we countered with the reply that we were 
too sensitive financially to think of paying 3c to transport a 2c 
stamp. 

The conversation ended with my telling them that if they 
Wished to collect the bill, and would send someone to my 
office I would be very glad to pay them the 2c out of my own 
pocket. 

Any industry or business that has rules which require 
spending 614c at least in attempting to collect a 2c bill is cer- 
tainly not conducting itself as, it is claimed, the biggest busi- 
ness in the country, but more like that of a cross road country 
store, and I think I’m maligning the cross road store. 

It’s about time that the old song we’ve heard for so many 
years about what the shippers should do for the railroads should 
be reversed, I think. 

S. C. Loughridge, 
Traffic Manager, Detroit-Michigan Stove Co. 
Detroit, Mich., August 25, 1932. 
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TRANSPORTATION PENALTIES 
Editor The Traffic World: 


Taxation, as well as being one of the major problems of 
the day, is also assuming the role of an unbearable burden, 
particularly with respect to the penalties imposed on all forms 
of transportation. Much has been said and written in a force- 
ful manner concerning the railroads’ viewpoint on this subject 
but by far not enough has been said concerning the penalties 
inflicted on motor transportation under the guise of taxes. 
Unimpeachable statistics prove that motor trucks in general 
are heavily burdened in this respect, and this in turn raises 
the question as to what proportion of this burden constitutes a 
fair amount for highway construction and maintenance, and 
what proportion is a direct penalty on the transportation of the 
very essentials of existence. Last but not least, who in the 
final analysis pays this tax or penalty on transportation? 


Analyzed motor vehicle ‘registrations in Illinois for the 
year 1931 reveal interesting figures. Of the total number of 
motor vehicles registered, only 12.5 per cent were motor trucks, 
whereas passenger cars Were 87.5 per cent. On the other hand, 
these motor trucks paid 24.3 per cent of the total state license 
fees compared with 75.7 per cent paid by passenger cars. Further. 
more, these motor trucks paid 26 per cent of the total gasoline 
tax compared with 74 per cent paid by passenger cars for that 
year. In other words, from a ratio standpoint, while passenger 
cars outnumbered trucks 7 to 1, in dollars they paid only 8 to 1. 
In actual money, registration fees and gasoline taxes, together 
with personal property tax on trucks, represent an outlay of 
approximately $20,000,000, and, in addition, the owners paid 
municipal vehicle taxes, a tax on the profits earned by them, 
and are now faced with a tax on new truck purchases, pur- 
chases of parts, tire replacements, an additional gasoline tax, 
tax on oil consumed, etc., etc. Therefore, if all the taxes col- 
lected from motor truck owners in Illinois were applied to the 
construction of new, up-to-date 20-foot highways, this total sum 
would cover the construction of at least 800 miles of new, 
paved roads annually, or in a period of ten years approximate 
the total present paved road mileage in Illinois. 

Every so often, the charge is made in the railroad versus 
motor truck controversy that motor trucks are not paying their 
way for the use and maintenance of our highways. This charge 
is based on either colossal ignorance or a deliberate mis-state- 
ment of the actual facts, as the foregoing figures are a direct 
refutation thereof. To further emphasize this point, in 1930 
railroads paid in all forms of taxes approximately $350,000,000 
on a valuation of $25,000,000,000. During this same year motor 
trucks throughout the country with an approximate valuation 
of $3,500,000,000 paid over $250,000,000 in state registration fees 
and gasoline taxes alone. Deducting from the total amount of 
taxes paid by the railroads ($92,000,000) income taxes also paid 
by motor trucks, the trucks paid about the same total taxes as 
all railroads paid. 


Referring again to railroads with respect to their recom- 
mendations for regulation of motor truck operations. Why 
scuttle the ship of transportation? On the old theory that “two 
wrongs never make a right,” why should this group endeavor 
to place on this newer form of transportation the very restric- 
tions from which they are crying to the high heavens for re- 
lief? We must have railroads. Highway transport is the rail- 
roads’ biggest customer, giving them 3,080,000 carloads of 
freight and paying them $500,000,000 in 1930. For several years 
past we have seen the discontinuance of many short rail lines 
that were operating on a losing basis chiefly on account of the 
more flexible motor truck and bus. Eventually we shall see 
many more lines discontinued and replaced by motor trucks 
and busses, and when that is accomplished, it will undoubtedly 
be helpful in the solution of some of the railroads’ problems. 


Another interesting sidelight on this subject is that a large 
number of the successful long distance motor truck contract 
haulers throughout the country were formerly railroad men 
who applied their transportation training to this newer form 
of shipping. If railroads in general, through their mass experi- 
ence and training, had taken the same initiative long ago, the 
results would be obvious. 


In raising this tax question, let us take a specific instance 
—one of a flee. of several units operated by a Chicago dairy 
company—a truck and trailer. According to this company’s 
accounting practice and in line with the government formula, 
this unit, by virtue of its years of service and mileage, has 
been depreciated to a value of $400. However, owing to the 
excellent care and supervision constantly applied to this large 
fleet, this particular unit is still capable of rendering several 
thousands of miles additional service. Now let us assume this 
company just recently arranged to put this $400 unit back 
into service with new tire equipment and then estimate what 
one year’s operation would cost in taxation only: ° 
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$950.00 


As we review the above figures, it is plain to be seen that 
before this unit turns a wheel there is a tax outlay of over one 
and one-quarter times its value, and at the end of the year this 
outlay increases to almost two and one-half times its value, and 
this in taxes only. 

In the various articles and talks that have been rendered 
on this tax question, considerable mention has been made of 
making the consumer tax-conscious. If the above dairy com- 
pany, in rendering its monthly bills to its customers, would 
itemize the quantity and cost of its product exclusive of these 
so-called taxes and then add them as a separate item, each and 
every consumer would then realize what they are costing him. 
Going further, this same method of billing on all other com- 
modities would very soon show the consumer that he is ulti- 
mately paying the penalty. If a plan such as this were fol- 
lowed through, it should very quickly convince the private mo- 
torists who are opposed to motor trucks that they are not only 
paying this bill but in reality they are opposed to transporta- 
tion, one of the bulwarks of the nation and for which our 
people are spending 25 per cent of their annual expenditures. 
Motor trucks are here. They have proven themselves through 
their faster and more direct delivery of commodities, their part 
of the quick replenishment of inventories and reduction of 
transportation cost. Ultimately the public will decide when all 
the facts are exposed because, as always, the consuming public 
pays the bill for all transportation and the taxes and cost inci- 
dental thereto. 

Now as to some other reasons for these constantly mount- 
ing taxes or penalties on motor truck transportation. These 
can be summed up briefly as follows: 

As is always the case in every large group, there is a small 
minority of Operators whose actions on the highways in the way 
of overloading, excessive speeding, improper or insufficiently main- 
tained equipment and road discourtesy, have aroused a certain amount 
of public sentiment antagonistic to all operators. 

The great majority of motor trucks are used and owned by 
operators within metropolitan centers in connection with their own 
individual businesses. In turn, the vast majority of this group, while 
apparently giving due attention to every detail of their businesses, 
seem to be either ignorant of or wholly indifferent to these constantly 
mounting costs. 

In addition to these so-called taxes or penalties on motor 
truck transportation, the industry is also constantly facing other 
penalties in the way of further restrictions as to loads, dimen- 
sions, etc., which, as they are put into practice, add additional 
costs to motor truck transportation which is invariably passed 
on to the consumer. Motor truck engineers, in close coopera- 
tion with government and state road engineers, have worked 
out practicable units, but if these restrictions and tax burdens 
continue to be added, motor truck operations will be hampered 
to an extent that may cause their practicability to cease and, 
as a result, millions of dollars’ worth of equipment will be ren- 
dered useless. Therefore, it behooves this great majority of 
private truck owners to fully realize their responsibility to 
themselves in their equipment investments and their responsi- 
bility to their clients in the matter of service and costs of 
service. They should become more tax-conscious, they should 
make their customers and clients tax-conscious, and when that 
is accomplished, these burdens on motor truck transportation 
will unquestionably be relieved. 

It is self-evident that motor trucks should be safely op- 
erated, but loose talk has given the public an entirely erroneous 
impression of motor truck safety. The National Safety .Cquncil 
statistics establish that during the last four and one-half years 
while passenger car fatalities have increased 59 per cent, motor 
truck fatalities have decreased 31 per cént. Truck drivers are 
specially-trained, careful drivers whose every accident is re- 
flected in the operator’s insurance costs, with the result that 
safe operation of motor trucks is improving daily. 

The enforcement of present laws and not new laws will 
solve truck operation problems. The problem is not a legisla- 
tive problem; it is an economic problem. 

H. E. Seanor, vice-president, The White Company. 

Chicago, Ill., August 23, 1932. 


RAIL*FUEL COSTS 


Total cost of fuel for locomotives of Class I railroads, ex- 
clusive of switching and terminal companies, in road train and 
yard switching service, for the six months ended June, 1932, 
amounted to $85,673,434, as compared with $114,837,007 for the 
corresponding period of 1931, according to statistics issued by 
the Bureau of Statistics of the Commission. For June the cost 
was $11,785,807, as compared with $16,817,144 for the correspond- 
ing period of 1931. 








Questions and Answers 


| iy: this column will be answered questions of both legal and practic) 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstat, 
transportation of freight. A traffic man of long experience and wide know). 
edge will answer questions relating to practical traffic problems. We do no 
desire to take the place of the traffic man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Mixed Carloads of Steel Filing Cabinets 
and Filing Supplies 

Ohio.— Question: We recently have had a question come 
up in connection with tariff interpretation, on which we would 
appreciate your opinion. Consolidated Freight Classification 
No. 6 permits mixing filing supplies, such as paper guides, 
letter files, etc., with steel filing cabinets at the steel filing 
cabinet carload rate, Class 70, and minimum carload weight, 
24,000 pounds, when the filing supplies do not exceed 20 per 
cent of the total weight. Item 430-D, Supplement 52 to South 
western Lines Tariff 152-A, Agent Johanson’s I. C. C. 2291, 
provides for a mixed carload of furniture rated lower than Class 
70 in the Western Classification with articles rated Class 70 
or higher, at a minimum carload weight of 12,000 lbs. This, 
of course, permits the shipping of steel filing cabinets, S. U., in 
mixed carloads with other articles of furniture rated higher 
than Class 70 at a 12,000 lbs. minimum. Item 430-D, however, 
does not mention filing supplies, such as paper guides and letter 
files, and we were wondering if the provision in the Consoli- 
dated Classification for mixing filing supplies with steel filing 
cabinets could be used in connection with this item. 

In other words, could we ship a mixed carload of steel 
filing cabinets with other articles of furniture rated higher than 
Class 70 in the Western Classification and include therein filing 
supplies, and protect the carload minimum of 12,000 Ibs. at 
Column 60 rate named in the item on the filing supplies as well 
as on the other items of furniture in the car? 


If you feel that the filing supplies can be included at the 
carload minimum weight and rate named in the item, is the 
20 per cent maximum based on the total weight of the ship- 
ment or is it based on 20 per cent of the weight of the filing 
cabinets in the car? 

Answer: While, as you state, provision is made in Con- 
solidated Freight Classification No. 6 for the mixture of steel 
filing cabinets and filing supplies at the Class 70 rate, there is, 
in our opinion, no authority for this mixture in Item 430-D, 
Supplement 52 to Southwestern Lines Tariff 152-A, Agent Johan- 
son’s I. C. C. 2291. This item provides merely for the mixing 
of articles included in the classification under the heading of 
furniture and, therefore, does not provide for the mixture of 
articles of furniture and articles which do not appear under 
the heading of furniture, as is true of filing supplies. 


Tariff Interpretation—Export Bills of Lading for Several Con- 
signments 

Ohio-—Question: C. F. A. tariff 130-U, Agent Jones’ I. C. C. 
No. 2506, naming exceptions to the Official Classification, per- 
mits the issuance of two or more bills or lading on less-than- 
carload shipments aggregating a carload lot and authorizes the 
application of the carload rating when shipments are consigned 
to one port of export in care of one foreign freight agent. 

Although this item only makes reference to L. C. L. ship 
ments we assume that combinations of C. L. and L. C. L. ship 
ments are also permitted at the carload rating. 

On one shipping day we consigned four carloads to New 
York City in care of one foreign freight agent. Each car con- 
tained 30,000 lbs. of one commodity entitled to fifth class rate, 
minimum weight 30,000 lbs. Each car also contained 2,500 lbs 
of one commodity on which a 36,000 lb. minimum was applic: 
able. This tonnage was charged at L. C. L. rate, account Rule 
10. 

It is our contention that the combined tonnage of the four 
cars was entitled to the application of Item 20, C. F. A. No. 
130-U, and, therefore, to be accorded the application of the cal- 
load ratings and weights on the aggregate weight, thereby 
permitting the 36,000 lb. minimum on the entire lot and not ol 
each carload lot. , 

Is our construction and application of the exception to Rule 
7 and 14 correct? 
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Answer: Item 20 of Agent Jones’ Tariff I. C. C. 2506, to 
which you refer, provides in effect that on shipments for export, 
aggregating a carload (in accordance with established mini- 
mum weights of the Official Classification, or exceptions there- 
to) and consigned through to a foreign destination via one 
port of export or to the care of one foreign freight agent at 
one port of export, more than one bill of lading may be issued 
for separate lots based on carload rate from point of origin 
to the Atlantic Seaboard port of export; that original bills 
of lading or shipping receipts surrendered in exchange for 
export bills of lading must bear notation, “Part of carload 
entitled to export rate and minimum weight provided in tariffs 
governing.” It does not appear from your letter whether you 
complied with the provision of Item 20 as to the notation on 
the bills of lading, which under the decisions of the Commis- 
sion is a condition precedent to the application of a rate which 
contains such a condition. See United Verde Extension Mining 
Co. vs. Director-General, 57 I. C. C. 483; Good Hopkins Lumber 
Co. vs. G. N. Ry. Co., 51 I. C. C. 99; American Licorice Co. vs. 
C.M. & St. P. Ry. Co., 95 I. C. C. 525; Beatrice Creamery Co. 
vs. C. B. & Q. R. R. Co., 107 I. C. C. 567. Neither is it apparent 
that the cars contained separate lots consigned to different 
parties on separate bills of lading aggregating minimum Car- 
loads, on which the carload rate is authorized to be applied 
under the provisions of this item. The facts, as set forth in 
your letter, merely show the consignment of four mixed car- 
load shipments rated in accordance with the provisions of Rule 
10 of the Consolidated Classification. 


Overcharges—Payment of by Carrier 


Texas.—Question: Referring further to answer to “Minne- 
sota,” under caption, “Limitation of Actions—Ninety Day Ex- 
tension Period,” appearing on page 1207 of June 4 issue of 
The Traffic World, and my letter June 24, answer to which 
appears in issue of July 9. 


My understanding is that a straight overcharge claim filed 
with the carriers within three years stays the statute without 
necessity of filing with the Commission; that the limitation 
only begins to run six months after rejection of a claim by 
the carrier. In other words, if filed within season of the 
statute and not rejected, a claim may be paid at any time after 
expiration of the statute. This, I am informed, is the Com- 
mission’s view of Section 16 of the Interstate Commerce act, 
as amended June 7, 1924, and is also the view expressed in the 
issue of The Traffic World dated June 20, 1925, on page 1590, 
under the caption, “Overcharge Claims Practice.” 


Answer: It would appear from the decision of the Commis- 
sion in Waite Carpet Co. vs. C. & N. W. Ry. Co., 146 I. C. C. 
775, that the carrier may pay a claim for overcharges after the 
expiration of the three-year period where the claim has been 
filed with the Commission or with the carrier within the three- 
year period. In this case the Commission, on page 776, said: 


Overcharge claims covering them were filed with one of the 
defendants on June 1, 1925, and declined by that carrier on July 2 
and June 17, 1925, respectively. Under the amendment of June 7, 
1924, to paragraph (3) of section 16 of the act, complainant had three 
years within which to file a claim for overcharges on those two 
shipments with the carrier or with us. Under the same amend- 
ment it has six months within which to file its complaint with us 
after claims filed with the carriers had been declined by them. In- 
formal complaint covering those two shipments were filed August 
28 and October 8, 1925, respectively, and the formal complaint was 
filed within six months after we informed the complainant that its 
oe could not be adjusted informally. Those shipments are not 
arred. 


Demurrage—Application of Average Agreement to Cars Sold in 
Transit 


New Mexico.—Question: A prepaid shipment of cotton seed 
cake was forwarded from a point in Texas to a point in New 
Mexico, as follows: Order of “A,” notify “B.” No such con- 
signee as “B” resided in the city to which the shipment was 
forwarded. Upon arrival of the shipment at destination the 
agent notified “C,” and upon surrender of order notify bill 
of lading the car was switched to “C’s” warehouse. “C” is 
operating under an average agreement with the carrier. 

Consignee “C” unloaded the car and was later presented 
with a demurrage bill for $2.00. The carriers insist that the 
car in question was not subject to “C’s” average agreement con- 
tract and state that, in the absence of an actual diversion or 
reconsignment, it is impossible to place such a car under the 
average agreement of a third party. It is our contention that, 
inasmuch as the carrier released the car to “C” on surrender 
of the order bill of lading, that such bill of lading in itself was 
a reconsignment and the car should be placed on “C’s” aver- 
age agreement contract. 

Kindly give us your opinion, and advise of any decision 
the Commission has rendered in a like case. 
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Answer: In our opinion, the decision of the Commission jp 
Lynah & Read vs. B. & O. R. R. Co., 18 I. C. C. 38, determines 
the question of which party may include a car in an average 
agreement. In this case the Commission holds that excep 
when a consignee is operating under the average agreemen; 
plan, the free time is granted to the car rather than to the 
consignee, the purpose of demurrage being to penalize the de. 
tention of the car beyond that period. However, as to cars 
subject to the average agreement, demurrage does not follow 
the car where the car has been sold. 

Therefore, until the sale of the car to C had been cop. 
summated, it was not subject to the average agreement of ( 


Routing and Misrouting—Combination Rate vs. Joint Through 
Rate, in Connection with Shipments as to Which the Car. 
riers But Not the Junctions Are Specified in the Bill of 
Lading 


Oregon.—Question: If possible we would be glad to have 
you quote references to Interstate Commerce Commission opin. 
ions in parallel cases to the following: 

Shipment of lumber moving from A to B, specifically routed 
by shipper via carriers X and Y without junction points or 
gateways indicated. Joint through rate applies via X and Y 
through gateway C. Lower combination rate applies via X and 
Y through gateway D. Routing specified by shipper would have 
allowed movement via either gateway C or D, as both points are 
located on carrier Y. Can cheaper combination rate be secured? 
Carrier Y has two. lines into section B. 

Answer: Where a shipment is delivered to a carrier without 
routing instructions, and is forwarded over a route taking a 
through rate higher than a combination rate in force via another 
available route, the carrier is guilty of misrouting. Chattanooga 
Implement & Manufacturing Co. vs. L. & N., 40 I. C. C. 146. 

This principle, in our opinion, is applicable in this case, in 
view of the fact that while the bill of lading named the car. 
riers over which the shipment was to move, no junction point 
between the carriers named was specified therein. 

The duty of a carrier to forward a shipment via the cheapest 
route is, however, subject to the qualification that the carrier 
is not obligated to forward the shipment via a route which is 
neither reasonable nor practicable. See McCaull-Dinsmore Co. 
vs. G. N. Ry. Co., 47 I. C. C. 581; Northern Pacific Ry. Co. vs. 
Solum, 247 U. S. 477, 38 S. Ct. 550. 


Tariff Interpretation—Application of Intermediate Rule Limited 
by Exceptions 


Georgia.—Question: Item 160 of W. S. Curlett’s I. C. C. No. 
A-366, Tariff No. 83, contains the following provision in connec- 
tion therewith: 


(When specific reference is made hereto this rule will only apply 
to the extent indicated.) 


This tariff names a rate of 51 cents per hundred pounds, car- 
load, on iron and steel articles from (B. & O.) Ellwood City, 
Pa., to Salisbury, N. C. Spencer, N. C., is intermediate to Salis- 
bury, N. C. 

In view of the fact that the rate to Salisbury, N. C., does 
not make specific reference to Item 160 of the tariff, may the 
provisions of the intermediate rule be invoked on shipments 
destined to Spencer, N. C.? 


“Argument has been advanced that when no reference is 
made to item 160 the intermediate rule has application at such 
destinations without restrictions. In some instances you Will 
note that the items providing intermediate application read as 
follows: 


The provisions of this item are applicable only where specific 
reference is made hereto, to the extent indicated. 


Answer: In our opinion, the provisions of Rule 160 of Agent 
Curlett’s I. C. C. A-366 are applicable in connection with all 
rates named in-the tariff, except to the extent that the appli- 
cation of the item is limited throughout the tariff by such pro- 
visions as are carried in, for example, reference marks 144, 
158, and 163, which read respectively as follows: 


(144) Subject to the provisions of Item No. 160 (Intermediate 
Rule) via the following routes: 

(158) Authority Fourth Section Order No. 3700, Sections 5 and 8, 
and subject to Rule 27 of I. C. C. Tariff Circular No. 20 (Item No. 160), 
as to intermediate points of destination on the A. C. L. R. R. be- 
tween Rocky Mount and Wilmington, N. C. 

(163) Subject to Rule 27 of I. C. C. Tariff Circular No. 20 (Item 
No. 160) when via Potomac Yard, Va., and Sou. Ry.; authority Fourth 
Section Order No. 3700, Section 5, via other routes. 


The limitations, it will be observed, are as to routes, fourth 
section relief, and territorial application. 

In Item 160 it is not stated that it only applies where sPe 
cific reference is made thereto, but that when specific refer- 
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ence is made thereto it will only apply to the extent indicated 
in the reference. 


Bills of Lading—Preparation of by Carrier’s Agent and Ratifi- 
cation by Shipper 

Maryland.—Question: Are there any rules or regulations 
which prohibit an agent of a carrier from preparing and execut- 
ing for a shipper a straight bill of lading? What is the carrier’s 
liability if its agent prepares a bill of lading and upon authority 
of the shipper signs the shipper’s name for him? What would 
be the carrier’s liability if the shipper signed a bill of lading 
in advance of a movement and, upon telephone instructions, the 
agent simply completed the bill of lading and, after the ship- 
ment had gone forward, it developed that the carrier’s agent 
receiving the telephone instructions had misunderstood the 
shipper, which caused the car to go to the wrong destination? 

Your answer to these questions with Court decisions or 
rulings of the Interstate Commerce Commission will be appre- 
ciated. 

Answer: That a carrier’s agent may prepare a bill of lad- 
ing for the shipper is apparent from the decisions of the Com- 
mission in such cases as F. W. Brownyard vs. Un. Pac. R. R. 
Co. et al., 148 I. C. C. 444. 

In accepting a bill of lading prepared by the carrier’s agent 
the shipper ordinarily ratifies the provisions thereof. See the 
case above cited. 

The signature of a shipper to a bill of lading is not essen- 
tial to its validity as its acceptance by the shipper makes it 
binding upon him. The signing of the bill of lading by the 
carrier’s agent for account of the shipper is at most evidence 
of the shipper’s assent to the provisions. 

We are of the opinion that a shipper could not hold a car- 
rier liable unless the carrier’s agent made such an error as 
could not be justified on the ground of confusion in transmis- 
sion, but, only on a misunderstanding of instructiens plainly 
given but erroneously carried out. The shipper, in using the 
telephone for the purpose of giving billing instructions, in our 
opinion, assumed the risk of such error as might reasonably 
result therefrom, such as misunderstanding in the pronunciation 
of words of similar sound. 


Liability of Shipper for Injury Caused by Trucking Company 


Washington.—Question: With reference to the subject of 
the liability of a shipper using truck lines operating illegally 
over the public highways. 

The point we wish to make is that “Wild Cat” trucks 
operating illegally, so to speak, in competition with the rail- 
roads and certified carriers, place a different interpretation on 
the subject involved than explained by your answer to Wash- 
ington, on page 76 of the July 9, 1932, Traffic World, under the 
above caption. 

In other words, if it can be proven that a shipper is con- 
versant with the law and attempts to break it and in doing so 
injures. an innocent party, we believe this feature would be 
given some consideration by the courts at large. 

Any information furnished by you, we are sure, will be ap- 
preciated by shippers and carriers in the Northwest. 

Answer: While it may not be to the best interests of ship- 
pers in general to deal with so-called “Wild Cat” truckers, in 
the absence of specific legislation making it unlawful to do so, 
and imposing upon shipper’s liability for injury to persons or 
property caused by negligence in the operation of trucks of such 
concerns, the rules of law set forth in our answer to Illinois, on 
page 426 of the February 20, 1932, Traffic World, under the cap- 
tion, “Motor Truck Transportation—Liability for Injury,’ in our 
answer to Washington, on page 76 of the July 9, 1932, Traffic 
World, and our answer to Ohio, on page 262 of the August 6, 
1932, Traffic World, under the caption, ‘Liability of Shipper 
for Injury Caused by Trucking Company,” govern the liability 
of a shipper by truck. 


Commodities Clause—Exception as to Lumber 


New York-—Question: Paragraph 8, section 1, of the inter- 
state commerce act, as amended, reads as follows: 


From and after May 1, 1908, it shall be unlawful for any railroad 
company to transport from any state, territory, or the District of 
Columbia to any other state, territory, or the District of 
Columbia or to any foreign country any article or commodity other 
than timber and the manufactured products thereof, manufactured, 
mined or produced by it or under its authority or which it may own 
in whole or in part or in which it may have any interest direct or 
indirect except such articles or commodities as may be necessary 
and intended for its use in the conduct of its business as a common 
carrier. 


We should like to have you advise us why timber and the 
manufactured products thereof are excepted from the rule pro- 
hibiting common carriers to transport any article in which it 
may have a personal interest. 


The Traffic World 
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Answer: In the tap line cases, 234 U. S. 1, 34 S. Ct. 741, 
the Supreme Court of the United States discussed this excep. 
tion in the commodities clause of the interstate commerce act, 
The court, on pages 27 and 28 of its opinion, said: 


While Congress in enacting the commodities clause amending 
Section 1 of the act to regulate commerce (June 29, 1906, c. 359], 
34 Stat. 584) sought to divorce transportation from production and 
manufacture and to make transportation a business of and by itself 
unallied with manufacture and production in which a carrier was 
itself interested, the debates, which may be resorted to for the 
purpose of ascertaining the situation which prompted this legisla. 
tion, show that the situation in some of the states as to the logging 
industry and transportation was sharply brought to the attention 
of Congress and led to the exemption from the commodities clause 
of timber and the manufactured products thereof, this indicating the 
intention to permit a railroad to haul such lumber and _ products 
although it owned them itself. And that Congress had the consti- 
tutional power to enact such exemption was held in United States ys, 
Delaware & Hudson Co., 213 U. S. 416-7. This declaration of the 
public policy which is now part of the commerce act cannot be 
ignored in interpreting the power and authority of the Commission 
under the act. The decision resulting in the action of Congress 
shows that railroads built and owned by the same persons who own 
the timber were regarded as essential to the development of the 
timber regions in the southwest and the necessity of such roads 
was dwelt upon and set forth with ample illustration by Commis. 
sioner Prouty in his concurring opinion in this case. 


F, O. B. Destination Shipments—Liability for Customs Duties 


Ohio-——Question: When quoting business f. o. b. Canadian 
points, is it to be construed that this includes payment of the 
duty? 

Answer: We do not locate authorities specifically in point 
with respect to this question. However, in section 202 of 23 
ruling case law, the following statement is made, the case of 
Amneedon vs. Freeland, 101 Mass. 303, 3 Am. Rep. 359, being 
cited: “In case of executory contracts for the sale and delivery 
cf goods or commodities subject to custom or internal revenue 
duties, in the absence of provision therefor in the contract, 
the obligation to pay duties, leviable on the subject matter 
before delivery can be made, is upon the seller as between 
himself and the buyer, though the parties may, as bewteen 
themselves, expressly stipulate which shall bear the imposition.” 

Inasmuch as the term f. o. b. means free on board cars 
and it is a rule that where goods are sold f. o. b. destination 
the cost of transporting the goods to their destination is upon 
the seller it would seem that duties should also be paid by the 
seller. 


Payment of Claims by Receiver—Limitation Statutes vs. Time 
Fixed by Receiver for Filing Claims 


Tennessee.—Question: Please advise whether the time for 
filing overcharge claims is governed by the time prescribed by 
the court or that prescribed by the interstate commerce act. 

Answer: Where there is or is to be a fund in a receiver's 
hands for distribution, the court may decree that all claims, in 
order to participate therein, must be filed within a prescribed 
period of time—a right which has not infrequently received 
express statutory sanction. Leadville Coal Co. vs. McCreery, 
141 U. S. 475, 12 S. Ct. 28; Blakere Domestic Mfg. Co. (N. Y.), 
41 Atl. Rep. 376. 

In the absence of statute it has been held that a court has 
no power to provide that unless claims are filed within a period 
prescribed they shall be absolutely barred, since such a provi- 
sion would be an infringement of the power to fix the limita- 
tion of actions. Texas, etc., R. Co. vs. Watts (Tex.), 18 S. W. 
312; Kretz vs. Texas R. Co. (Tex.), 14 S. W. 1067. 

However, see Smith vs. Jones Lumber & Mercantile Co. 
200 Fed. 647, in which it was held that: 

Where a receiver was appointed to sell and distribute the assets 
of a corporation, and pending the receivership tort claims arose in 
favor of certain persons, because of the breaking of certain dams in the 
receiver’s possession, on some of which suit was brought in the 
state courts, the federal court, while having no power to restrain 
such suits, was not bound to stay the administration of the funds 
received from the sale of the corporation assets until the_ state 
statute of limitations had run, against actions for tort against a 
receiver, but was entitled to limit a time within which all claims 
against the fund should be filed in the federal court. 


See also North American Co. vs. St. L. & S. F. R. R. Co, 
288 Fed. 612. 


Delivery by Carriers—Effect of “Clear” Receipt by Consignee 


Washington.—Question: We would appreciate your opinion 
regarding the example cited: Shipper consigns shipment of 
hay to a commission firm, delivered team track, where it 18 
held for sale. The Commission company paid the freight, de 
ducting same in remitting to shipper. Purchaser has cars 
switched to his spur, where he discovers on unloading that 
hay has been damaged by water, and on tracing shipment finds 
that train has been wrecked. Further investigation discloses 
that leaky condition of cars was doubtless due to wrecking of 
train. 

Has the purchaser recourse for damage against the carrier’? 
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“Opportunity Awaits You Along the C. & 0.” 





CINCINNATI 


QUEEN CITY OF THE WEST 





Look out of the window as you breakfast on the George 
Washington, westbound. Ahead are the towers of a great 
market—Cincinnati—gateway to the South. 

Western terminus of the C. & O. Main Line, Cincinnati is 
another of the reasons why the C. & O. territory is rich in 
opportunity for American business. More than 450,000 
peop'e live within its corporate limits. A quarter million 
more look to Cincinnati for their business and living 
necessities. 

Nor is this the only explanation for Cincinnati’s active 
buying. 


Cincinnati is rich. Its per capita wealth is $4,000. 


It has more telephones than New York, and 50% more than 


the national average. It lives in beautiful 
homes on the green hills surrounding the 
city—and pays taxes on $1,125,000,000 worth 
of property. It finances a nationally famous 
Symphony Orchestra and Choral organiza- 
tion; supports one of the world’s most 
famous zoological gardens; willingly pays 
for a well known art academy and fine arts 
institute. It wants—and is able to have— 
luxuries as well as necessities. 

Cincinnati commerce and industry, too, 
invite profitable attention from forward- 
looking business men. The five largest 
industries, alone (soap, metal products, 
men’s clothing, meat packing, printing and 
publishing), account for $265,000,000 annual 
output. The other 85 increase that total 
to $811,400,000. Purchases call for ship- 
ments of material from every state in the 
Union. And those shipments—because of 
Cincinnati’s strategic rail location—can be 
made readily and cheaply. 

American business finds Cincinnati a re- 
ceptive customer—bigger by far than its 
corporate size would indicate. 

And the service of the C. & O. figures 


prominently in the commercial and per- 


sonal activity of The Queen City of the West. 


~ CHESAPEAKE "4 OHIO 


‘THE ROAD THAT 


SERVICE 


SUIiiT’’ 
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If so, kindly cite cases bearing thereon. The carrier refuses to 
recognize purchaser’s claim, contending shipment was delivered 
and accepted in good order. 

Buyer has no recourse against commission company, inas- 
much as hay was purchased team track. 

Answer: In Mears vs. Railroad Company (Conn.), 52 Atl. 
610, it was held that a “Clear” receipt by a consignee is a mere 
piece of evidence, and does not preclude him from afterwards 
proving that the goods were in fact damaged when received 
from the carrier. 

This ruling is similar to that under which the carrier may 
show that, notwithstanding the statement in a bill of lading 
that a certain amount of freight was received for transporta- 
tion or that the freight was in good order at the time of its 
delivery to the carrier, the amount stated in the bill of lading 
was not in fact received or that the freight was not in good 
order when tendered to the carrier for transportation. 


Through Routes and Joint Rates—Refusal of Carrier to Estab- 
lish Joint Rates to Competitive Points Because of Desire to 
Maintain Higher Rates at Intermediate Points 


South Dakota—dQuestion: Can you define the right of a 
carrier in the following circumstances: A rate of 35c has been 
fixed by the Commission from station A to station B. The short 
line distance composed of three lines from A to B is 408 miles. 
X railroad also may participate in this traffic on basis of a 
three line route with a distance from A to B of 431 miles. 
Under the tariff, however, X railroad declines to participate 
in a joint rate from A to B. It has a line of its own from A 
to B with a distance of 689 miles, 69 per cent circuitous. It 
carries higher rates at points on its joint, short-line route, and 
avoids thereby fourth section violations and takes the position 
that higher rates to intermediate points are not unreasonable. 

The question is whether this carrier has any right to hold 
this traffic to its own line and insist that the rate from A to B 
is forced by short line competition and a proper measure as a 
reasonable rate. It is my contention that X railroad must ac- 
cept its joint distance as a measure of reasonableness to inter- 
mediate points. If you can refer me to decisions of the Com- 
mission and your opinion, it will greatly oblige. 

Answer: We can locate no cases dealing with the question 
of whether a carrier may, in order to maintain higher rates at 
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intermediate local points, than to a more distant competitive 
point, refuse to publish a joint rate to the competitive point. 

It would seem, however, that this is a matter to be deter. 
mined under the principle of cases such as Hood vs. M. V. T 
Co., 73 I. C. C. 54, and Ft. Smith, S. & R. I. R. R. Co. vs. A. & 
V. Ry. Co., 102 I. C. C. 708. In these cases the Commission 
holds that under the law the establishment of joint interstate 
rates and through routes depends upon a showing that they 
are necessary or desirable in the public interest. 

Furthermore, there is no certainty that were the carrier 
required to establish a joint through rate to the competitive 
point, it would be required to establish the same rate at inter. 
mediate points. See Oklahoma Portland Cement Co. vs. M. K. 
& T. R. R. Co., 129 I. C. C. 685, in which case the Commission 
said: 


Complainant’s case is built wholly around the existence of lower 
rates to farther distant points along the same lines or routes over 
which the movements to the intermediate points occurred. The mere 
existence of a lower rate to a farther distant point on the same line 
or route is not conclusive that a higher rate to an intermediate point 
is unreasonable. It might well be that the rate to such farther 
distant point is lower than a maximum reasonable rate. But in such 
situations there is a prima facie presumption that fhe higher rates 
to the intermediate points are unreasonable. In Lee Farms Co. ys. 
L. & N. R. R. Co., 93 I. C. C. 699, division 4, in dealing with a 
similar situation, said: 

“We are of opinion that there is no justification for charging a 
higher rate * * * to Mansfield than * * * to Buffalo, Detroit, Cleve- 
land and Sandusky; and that no evidence has been presented which 
adequately rebuts the presumption that this higher rates was un- 
reasonable.”’ 

This view that, as in the case of a through rate which exceeds 
the aggregate of intermediate rates applicable in the absence of such 
through rate, there is a prima facie presumption of unreasonableness 
in instances where the rate for the shorter exceeds the rate for 
the longer distance over the same line or route, finds support also 
in the recent decision of the Supreme Court of the United States 
in Patterson vs. L. & N. R. R., 269 U. S. 1, 11, in which it is said: 

‘On the other hand, there is good reason why the two prohibitions 
of section 4 should be treated similarly. Apart from statutory enact- 
ment it is prima facie unreasonable to charge more for a shorter 
than for a longer haul. To charge more for a through haul than 
the aggregate of the intermediate rates is likewise prima facie un- 
reasonable.”’ 


Of course, it may be possible to prove that the rates now 
published to points intermediate to the competitive point are 
unreasonable irrespective of the long and short haul feature. 

However, as to fourth section relief on the ground of cir- 
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Lackawanna freight moves fast and on schedules as dependable 


¢ For Speed . 


as those of its crack passenger fliers. Two points vital to the 
shipper whether his goods are perishable or not. He can 


depend upon Lackawanna service to deliver his shipments at 


and 


the point of demand in the shortest possible time. 


Above is one of the new powerful speedsters now being in- 


Dependability 


stalled for even greater speed. Such equipment is characteristic 
of the Lackawanna whose tireless attention to its superb road- 


bed and rolling stock is common knowledge among the host 
of satisfied shippers who have used this fine road for many years. 


Lackawanna 


Railroad 





LAC KAWANNA 
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HE year-after-year regularity with which you 

receive your daily newspaper has taught you to 
rely on it. Every morning or evening, invariably, it 
is exactly where you expect it. Droughts, famines, 
storms — even earthquakes—do not stop the gigan- 
tic presses of the nation as they grind out the news 
of the day. 


In a like manner, it is the century-old regularity 
and consistency of the Norfolk and Western Railway 
that has taught shippers and receivers of freight 
everywhere that “Precision Transportation” can be 
relied upon for the movement of merchandise be- 
tween the Virginia seacoast and the midwest. Ship- 
ments routed via the Norfolk and Western are in- 
variably exactly where you expect them— and when 
you want them. 


There is a Norfolk and Western representative in your locality 
who will welcome the opportunity to tell you about the “Preci- 
sion Transportation” of the Norfolk and Western Railway. 





NORFOLK AND WESTERN RAILWAY 


PRECISION TRANSPORTATION 


ROANOKE . VIRGINIA 
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cuity, see the decision cf the Commission in Alpha Portland 
Cement Co. vs. P. R. R. Co., 74 I. C. C. 697, in which case the 
Commission holds that it is not empowered to authorize a 
carrier, because of circuity of route, to maintain a higher 
charge to an intermediate point than to a farther distant com- 
petitive point where the haul of the petitioning carrier to that 
intermediate point is not longer than over the direct line or 
route to the competitive point. 


Tariff Interpretation—Specific vs. General Commodity Rates 


New York.—Question: Kindly refer to Trans-Continental 
Tariff 4-I, Toll’s I. C. C. 1299, naming commodity rates, with 
particular reference to the less carload commodity rate on cot- 
ten shirts from New York City to Seattle, Wash. 

Shirts are specifically indexed and shown 
under “Clothing” and a rate of $3.75 is indicated. 
item 2405, under the heading of “Dry Goods, N. O. S.,” a rate 
of $4.80 is shown. As a matter of information and in line 
with page 181, Item 11, of Consolidated Freight Classification 
No. 6, shirts are included under the heading of “Dry Goods, 
nN. o&.. 3” 

What, in your opinion, is the correct less carload commodity 
rate on cotton shirts? Our opinion is that the rate is $3.75, 
because shirts are specifically indexed and rated. 

Answer: The Commission has held that where a commodity 
is included in mere than one tariff designation that which is 
will be held applicable.—Abilene Flour Mills vs. 


item 2139, 
However, in 


in 


more specific 
A. & S. Ry. Co., 101 I. C. C. 14; Cleveland Akron Bag Co, vs. 
B. &L. E.. Ry. Co., 93. 1. C. C. 694. 


Therefore, the specific commodity rate of $3.75 is the applic- 
able rate. 
CAR SURPLUS REPORT 
The average daily surplus of freight cars in the period July 
15-31, inclusive, was 763,560, as compared with 769,631 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as fellows: 


Box, 325,991; ventilated box, 2,350; auto and furniture, 59,107; 
total box, 387,448; flat, 24,413; gondola, 175,821: hopper, 127,779; total 
coal, 303,600; coke, 1,464; S. D. stock, 25,890; D. D. stock, 4,731; re- 
frigerator, 13,793; tank, 474; miscellaneous, 1,747. 


Canadian roads reported a surplus of 41,905 cars, made up 
of 37,300 box, 1,930 auto and furniture, 1,000 flat, 125 gondola, 


300 S. D. stock, 675 refrigerator and 575 miscellaneous cars. 
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Personal Notes 





Lee Kuempel, associate director of the Minneapolis Traffic 
Association, died at the Eitel Hospital, Minneapolis, after g 
short illness, August 19 He was fifty-five years old. He went 
to Minneapolis in 1910 as an employe of the Soo Line. He was 
with that road until 1919, when he was appointed to the posi. 
tion he held at the time of his death. He was secretary of the 
mercantile and manufacturing and the milling and grain diyj. 
sions of the Traffic Club of Minneapolis. 

Effective July 1, F. E. Paulson, vice-president and traffic 
manager, Lehigh Portland Cement Company, Chicago, resigned, 
but has been retained in an advisory capacity. 

Carl White, railroad commissioner for the middle district 
of Mississippi, has entered the race for congressman-at-large 
from his state. 

J. J. Miller has been appointed commercial agent, Seatrain 
Lines, Inc., with headquarters at New York. 

J. S. Bock, general agent of the Great Northern at Spokane, 
has been appointed assistant general freight agent at St. Paul. 
James M. Doyle succeeds Mr. Back at Spokane. 

Hiram R. McCullough, retired vice-president of the 
cago and North Western, died August 21 at the age of 81. 
home was in Evanston, IIl. 


W. D. Burch has been appointed general northwestern 


agent, Louisiana and Arkansas and the Louisiana, Arkansas 
and Texas, with headquarters at Kansas City. H. J. McCarthy 


Chi- 
His 


has been appointed general agent at Detroit, and P. C. Lang 
has been appointed general agent at Fort Worth. 
A. Blauel has been appointed general freight agent in 


charge of rates and divisions, Erie Railroad, with headquarters 
in Chicago, succeeding L. H. Geller, who died. The appointment 
is effective September 1, at which time the following additional 
appointments at Chicago will take effect: E. C. Hallberg, as. 
sistant general freight agent; H. T. Sweeney, chief of tariff 
bureau; R. F. Taylor, chief of divisions bureau. 


Hunter A. Manning, traffic manager of the Atlanta Paper 
Company, Atlanta, Ga., who is a candidate for membership on 














223 Erie Street 


scheduled sailings. 





substantial savings under all-rail. 


Ship your freight via Great Lakes Transit Corporation and have it move on 
Rates all-water and lake-and-rail between Eastern and 
Western points, including the Atlantic Seaboard and the Pacific Coast, reflect 





GREAT LAKES TRANSIT 
CORPORATION 


BUFFALO, N. Y. 





PROPOSED SAILINGS FOR SEPTEMBER 1932 
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A TARIFF 


on Carload Distribution 
in Chicago Territory 


1300 Towns and Cities—19 States 


These cities and towns comprise the market in the Central 
West. They are served by Chicago Motor Express Lines. 






Carloads of merchandise come to us at Chicago for distribu- 
tion within the entire area. Most of the consignees get next 
morning delivery; a small proportion get second morning 
delivery. 








It is quick service—and it is economical. You get the benefit 
of the carload rate to Chicago. There is no handling or 
warehouse charge between car and truck. 






Rates to all of the more than 1300 towns served are included 
in our Tariff No. 13. It offers you time and money savings 
on shipments. 






Ali shipments are insured against all hazards in transport and 
against fire while in terminals. We take full responsibility 
for safe delivery. 






If you ship within the territory shown in the map above you 
will want these new tariffs we have just issued. Write today, 
addressing: 


CHICAGO MOTOR 


EXPRESS TERMINAL, Inc. 
53 W. Jackson Boul., CHICAGO, ILL. 







In addition to real estate and personal 
property taxes, state and city vehicle 
licenses (on each truck and trailer), the 
lines comprising the Chicago Motor 
IMPORTA NT Express Terminal group pay from 3 to 4 

cents per gallon gas tax in various states 

and per-ton-mile taxes from !/10 cent to 
- A C T 14 cent, plus the Federal gasoline tax of 

1 cent per gallon and oil and tire taxes. 
Fees paid per truck are equivalent to the 
total paid by twenty-five passenger auto- 
mobiles. The trucks of these lines travel 
almost exclusively at night. 
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the Georgia Public Service Commission, is running On a plat. 
form calling for strict regulation of busses and tracks and q 
realignment of power and other utility rates. “So far ag | 
have been able to develop I am the only qualified rate exper; 
who has ever offered for a place on the Georgia commission,” 
he says. 





Doings of the Traffic Clubs 





The Traffic Club of Chicago Relief Association was formally 
organized at a meeting of its members August 23 by the adop- 
tion of a Constitution and by-laws and the election of officers, 
as follows: H. A. Palmer, president; T. J. Shea, secretary; 
J. H. Howard, treasurer. With these three officers, as a com. 
mittee charged with the administration of the relief fund, will 
serve: M. N. Billings, C. B. Hopper, C. T. Bradford and R, J, 
Wallace. Officers and members of the relief committee are 
elected for one year. At the time of the organization meeting 
290 members of the club had joined the association by the 
payment of a month’s dues—one dollar—and there was about 
$380 on hand, due to the fact that some members had paid 
dues for several months in advance. The purpose of the organi- 
zation is to give financial emergency relief in distressing cases 
found within the club‘s membership. The relief association 
pays its own expenses, except that the club’s office force will 
do the clerical work. It was not thought well to use club funds 
for relief purposes because there might be some objection to 
such a course and because the club’s income was already rigidly 
budgeted. Membership in the relief organization is limited to 
resident members of the club—as is the relief program. There 
are now about 1,200 resident members and it is the hope of 
the relief association to enroll at least half of them. 





“Railroad Rates in Theory and Practice” were discussed 
at a dinner meeting of the Oakland Traffic Club at the Hotel 
Leamington August 16 by Allan P. Mathew, San Francisco at: 
torney. Professor L. C. Sorrell, of the University of Chicago, 
also spoke and entertainment was provided by Jim Todd. A 
picnic will be held at Linda Vista Picnic Paradise Park, Mission 
San Jose, October 2. There will be a baseball game, swimming, 
races, a variety of other games, and dancing. The Women’s 
Traffic Club of San Francisco and the Pacific Traffic Association 
have been invited. 





“An unbiased study of transportation systems, including 
rail, water, truck and airplane, is necessary before a correct 
solution of transportation problems can be had,” declared Pro- 
fessor L. C. Sorrell, of the University of Chicago, before a joint 
meeting of the Los Angeles Women’s Traffic Club, Los Angeles 
Transportation Club, and Harbor Traffic Club August 8, at the 
Alexandria Hotel. “Such an unbiased study can be _ had 
through the national forum of the Associated Traffic Club of 
America,” he continued. ‘Present organizations of transporta- 
tion men and shippers are naturally biased in their respective 
viewpoints of these vital transportation problems. The Asso- 
ciated Traffic Clubs of America, composed, as it is, of local 
groups of shippers and traffic representatives throughout the 
United States, is the logical organization through which all dis- 
cussions on transportation economies should be held.” The 
luncheon was in honor of Professor Sorrell and F. C. Doebber, 
secretary of the Associated Traffic Clubs of America. Mr. Doeb- 
ber spoke briefly on the functions of the national association, 
as did Miss Emma A. Kentz, who introduced the speakers. Miss 
Leta Brown, president of the women’s club, presided. 





The Women’s Traffic Club of San Francisco will give 4 
card party aboard the Panama Pacific liner Virginia September 
23. 





The next meeting of the Pacific Traffic Association will be 
September 13. It will be known as “Steamship Night.” Eugene 
H. Hurst, assistant freight traffic manager, Matson Navigation 
Company, and the steamship committee of which he is chail- 
man will provide the program. The board of directors of the 
club held a luncheon at the San Francisco Commercial Club 
August 19 in honor of Professor L. C. Sorrell, of the University 
of Chicago, vice president of the Associated Traffic Clubs of 
America. 





At a meeting August 11 of the executive committee of the 
Portland (Ore.) Traffic and Transportation Association the me*- 
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23.000 Railway 
Express Offices 





. . . Maintained to 
make your Shipping 


Problems Easier... 


There are plenty of sound reasons why thou- 
sands of shippers find it pays to put their trans- 
portation problems in the hands of a great or- 
ganization of specialists—the Railway Express 
Agency. For the convenience of shippers, large 
and small, we maintain 23,000 offices and a wide- 
spread organization of expertly trained personnel. 
Our modern equipment ranges from the electric 
transfer trucks used in our depots and terminals 
to the refrigerator cars that carry perishables on 
the through passenger and special express trains. 

Every one of our 23,000 offices is at the service 
of the shipper. Expert advice on routing and 
packaging is available for the asking. And at 
all points where pickup service is maintained, a 
phone call brings an experienced Railway Ex- 
pressman and his truck to the shipper’s door. 
Use Railway Express service now to speed up 


turnover by cutting down delivery time. 


RAILWAY EXPRESS AGENCY, Ine. 
(enim tania 


The Traffic World 





PORT 


ALBANY 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 








Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 


Albany, N. Y. 





PAGE 403 


PAGE 404 








A! 


The S.R.O. sign is out in Houston. In fact 
we have had to build another warehouse 
to handle the ever-increasing amount of 
general merchandise that is moving over 
Houston wharves. 





The depression has been a real boon to 
Houston because in their experimenting to 
lower costs business has found Houston’s 
claims to economy to be true. 


In good times costs are not analyzed so 
minutely and a little waste in distribution 
is overlooked when earnings are coming in 
regularly. But in these days of almost in- 
visible profits there can be no waste. 
Traffic executives who are keeping their 
companies out of the “red” are weighing 
costs carefully. And after careful compari- 
sons they are unanimous in declaring that 
Houston offers the greatest actual savings 
both in transportation rates and _ port 
charges of any port serving the middle 
west. 


If You Aren’t Using .. 


PORT HOUSTON 


You’re Passing Up a Sure Bet to Save 


MONEY 


Write for the Houston Port Book and Port 
Register. They contain a world of interest- 
ingly edited information about this part of 
the country and are valuable to every 
traffic man. A card will bring them to you 
regularly. 
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bers voted unanimously to oppose the freight truck and bus 
bill sponsored by Oswald West, former governor of the state 
A digest of the measure and summary of what he thought Would 
be the affect of its enactment on distribution from Portland wa 
presented by William A. Curtin, secretary of the association, 





The Traffic Club of Baltimore will open its fall program with 
a luncheon at the Chesapeake Club September 6. J. Fre 
Essary, chief of the Washington Bureau of the Baltimore Sy, 
will be the speaker. A group of traffic club members will meg 
at the Lord Baltimore Hotel September 30 to form a debating 
club. Arch Seidl will act as temporary chairman of the meet. 
ing. A membership campaign has been launched by the clu), 
An invitation to the Associated Traffic Clubs of America wij 
be extended to hold its October, 1933, meeting in Baltimore, jy 
accordance with a resolution recently passed by the board 





The Birmingham Traffic and Transportation Club, with 
other local civic and luncheon clubs, was invited to a luncheop 
at the Birmingham Municipal Airport under the auspices of 
the Birmingham Aero Club. The luncheon was held in con. 
nection With an air show. The traffic club is assisting in the 
provision of transportation by providing cars at the opening 
of a camp session for under-privileged mothers and childrep 
conducted by the Salvation Army. 





The Traffic Club of Minneapolis expects to resume its 
weekly luncheons either September 15 or 22. A parliamentary 
and public speaking class will be opened September 23. Mem. 
bers and their families will be eligible and the class will be 
held throughout the fall and winter months. 

FREIGHT COMMODITY STATISTICS 

Freight commodity statistics of Class I steam railroads for 
the first quarter of 1932 and the corresponding quarter of 1931, 
prepared by the Bureau of Statistics of the Commission, follow: 





Tons Revenue Freight Originated 





Decrease 

First Quarter 1932 Under 

Commodity Group 32 1931 1931 
Products of agriculture......... 18,372,381 22,582,270 4,209,889 
Animals and products.......... 4,600,750 5,321,418 720,668 
PTOGUCTS Of MINES. «0066 ccccccee 91,448,219 116,171,109 24,722,890 
Products of forests... .....0.+.. 7,200,313 12,857,526 5,657,213 
Manufactures and miscellaneous 35,999,761 51,220,740 15,220,979 
. Fee ee eer ee 4,076,864 5,836,050 1,759,186 
WN a Sas tkgek CaN saGkasan 161,698,288 213,989,113 52,290,825 

Tons Revenue Freight Carried 

Decrease 
First Quarter 1932 Under 

Commodity Group 32 1931 1931 
Products of agriculture......... 37,523,337 45,706,890 8,183,553 
Animals and products.......... 8,663,063 9,505,591 842,528 
PEGGRCIS OF THRO. ..6.0.000:06065-0% 162,280,919 206,842,483 44,561,564 
Products of forests....... Eguatssibes 14,126,675 24,280,221 10,153,546 
Manufacturers and miscellaneous 69,921,506 99,428,871 29,507,365 
en Sa; Cl. Se, THRE. cic cccswsse 7,634,698 10,265,368 2,630,670 
MONO hive se Sedndcsdetaeeiex 300,150,198 396,029,424 95,879,226 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first sevel 
months of 1932 placed in service 2,251 new freight cars, accord- 
ing to the car service division of the American Railway Ass0- 
ciation. In the same period last year 8,264 new freight cals 
were placed in service. The railroads on August 1 this year had 
1,646 new freight cars on order, compared with 7,984 on the 
same day last year. The railroads also placed in service in the 
first seven months this year 34 new locomotives compared with 
94 in the same period in 1931. New locomotives on order 0 
August 1 this year totaled six, compared with 32 on the same 
day last year. Freight cars and locomotives leased or other- 
wise acquired are not included in the above figures. 


TELEPHONE COMPANY EARNINGS 


For the six months ended with June, 104 telephone com 
panies, each having annual operating revenues in excess ol 
$250,000, had aggregate operating income of $117,860,349, a de- 
crease of $23,941,885 or 16.9 per cent as compared with the 
returns for the corresponding period of 1931, according to the 
monthly summary of telephone company reports prepared bY 
the Bureau of Statistics of the Commission. For June, the oper 
ating income was $19,056,710, a decrease of $4,653,234 or 19.6 
per cent as compared with June, 1931. At the end of June the 
number of company stations in service was 16,108,700, a decrease 
of 1,076,413, or 6.3 per cent as compared with the number a 
end of June, 1931. 
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3 NEW ELECTRIC LINERS 


I 3 DAYS 


5.5. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 


ALL 33,000 TONS IN SIZE 





With 


cheon 
eS of Regular fortnightly sailings. 13 Days Coast-to-Coast in 
1 con either direction. Thoroughly modern freight facilities 
n the and refrigerated storage. Luxurious Passenger accom- 
ening modations. Special garage decks for carrying 
ildren automobiles uncrated as baggage. 

; Proposed Sailing Dates 
e its = Westbound Eastbound 
ntary from New York fromSanFrancisco—*Los Angeles 


Men- Virginia ... Sept. 3; Oct. 15 California . . S2pt. 10; Oct. 22 

ll b q Pennsylvania Sept. 17; Oct. 29 Virginia ... Sept. 24; Nov. 5 

¢ 4 California .. Oct. 1; Nov. 12 Pennsylvania Oct. 8; Nov. 19 
and fortnightly thereafter 


*from Los Angeles 2nd day following 


: fonoma facifie line 


low: 
0 * ALL NEW STEAMERS »* Regular Piers 
INTERNATIONAL MERCANTILE MARINE COMPANY Atlantic Coast Pacific Coast 
rease > . : - y Los Angeles—230-B Terminal Island 
“one Pier 61 North River, New York City 1 Broadway, New York City ge 
Inder & (West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-500 eamnaitintes 7, fyrt Guteaten. West-  Oakland—Howard Terminal 
31 Mera 180 nM ergs Ave. Boston, 84 _— —e = Ride sd o HY i Bee Myx y Terminal 
P *hiladelphia, 161 Inut Street Balti a ti t ’ sco— . 
er a: tain, 2 tae ee Aaasine, S88 A. Geotee Ot. Philadelphla—Pler 27-N, Reading Co. Seattle—Atiantie Dock Terminal 
984) Cleveland, 616 E. Superior Ave. San Diego, 1030 Fourth St. 
7,213 
0,979 
9,186 
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Port of Stockton, Ca'ifornia’s New Inland Port 82% Finished 
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CALMAR LINE 


INTERCOASTAL SERVICE 


SAILS ARRIVES 








Voy- 
STEAMER Seattle 
No. Los San Oakland | Portland . and 


Phila- 
Baltimore delphia | Angeles [Francisco 









PORTMAR | 9] SAILED | SAILED/Sept. 1]/Sept. 5jSept. 7/Sept.11/Sept. 14 
ALAMAR 9 |Aug. 27|Aug. 31|/Sept. 22/Sept. 26/Sept.28/Oct. 2/Oct. 5 
YORKMAR | 17 |Sept. 24/Sept. 28/Oct. 20/Oct. 24/Oct. 26)/Oct. 30})Nov. 2 
VERMAR 9 |Oct. 15/Oct. 19]Nov. 10|/Nov. 14/Nov. 16]Nov. 20] Nov. 23 
FLOMAR 10 |Nov. 5/)Nov. Dec. 1|/Dec. 5jDec. 7| Dec. 11)Dec. 14 
TEXMAR 17 |Nov. 26|Nov. 30/Dec. 22/Dec. 26]Dec. 28)Jane I/Jan. 4 












Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


ROUTE YOUR INTERCOASTAL SHIPMENTS VIA 


CALMAR LINE 


AND INSURE SATISFACTION 
Calmar Steamship Corporation 


For Information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 

Gen. Agts. Los Angeles, Cal., 410 Chamber ef Com- 
Baltimore, Md., 15 8. Gay St. merce Bidg. 
Chicago, tll., 140 8. Dearborn St. Oakland, Cal., ist and Market Sts. 
Detroit, Mich., 2001-2 Industrial Bk. Bidg. Portland, Ore., 917 Board of Trade Bidg. 
Philadelphia, Pa., Bourse Bidg. San Francisco, Cal., 215 Market Street, 
Pittsburgh, Pa.. Oliver Bide. Matson Bidg. 
New York, N. Y., 5 Broadway Seattle, Wash., 1519 Railroad Ave., South 





























OFFERS GREAT OPPORTUNITIES 
TO MANUFACTURERS— 
GET THE FACTS 









Outstanding Features 
of the Project... . 






90 miles from the Golden Gate. 


10,000 acres available for waterfront indus- 
trial sites. 


City owned public belt line. 








Three transcontinental railroads. 
Natural gas, reasonable power and water. 


Public wharf terminals well under construc- 
tion. 
This inland waterway will serve vast 
territory where future growth of Pacific 
Coast will materialize. 



















Write 


CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 
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WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


Careful Handling 











Shipments routed via Evansville and Mead Johnson Terminal are placed 
upon skids on arrival. Goods remain on these skids until departure. 
Re-handling is minimized—an important safeguard. 


From Evansville we distribute to a widespread market. Merchandise 
comes to us by barge, train and truck. We transfer it to the proper trans- 
port for distribution or store it in dry, fireproof storage for later forwarding 
or distribution as desired. 


Full details of our service and rates will be sent by return mail. 


MEAD JOHNSON TERMINAL CORPORATION 
J. D. Beeler, Vice Pres. and Gen. Mgr. 
1830 West Ohio Street Evansville, Indiana 


When you route your shipments via 
the American Mail Line President 
Liners you can be sure that they will 
arrive at destination in perfect con- 
dition and in the shortest possible 
time. No shipment too large . . . none 
too small. Every alternate Tuesday a 
President Liner arrives in Seattle from 
the Orient, every other Saturday one 

leaves for the Orient. 


Supplementing this is a fleet of express 
cargo liners with frequent sailings to 
Japan, China and The Philippines. 


For full information apply desk No. 6 


32 Broadway 

1714 Dime Bank Bldg 

110 S. Dearborn St 

Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building...............Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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NOTE—lItems in the Docket marked with an asterisk (*) hav, 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in thi 
Oocket will be noted elsewhere. - 


September 7—Washington, D. C.—Examiner Boat: 
— Section Application No. 14816—Sugar from Colo., Neb., Wyo, 
tah, etc. 
Fourth Section Application Nos. 14804 and 14574—Sugar from North 
Atlantic ports. 
September 7—Washington, D. C.—Examiner Woodrow: 
Finance No. 3976—Excess income of Virginian Ry. 
September 7—Washington, D. C.—Examiner Waterbury: 
— No. 3703—Excess income of Doniphan, Kensett & Searcy 
y. 
September 7—Washington, D. C.—Examiner Norpel: 
im No. 3958—Excess income of Tucson, Cornelia & Gila Bend 


September 7—Pittsburgh, Pa.—Examiner Disque: 
25215—American Tar Products Co., Inc., et al. vs. Ky. & Ind. Ter- 
minal R. R. 
September 7—Washington, D. C.—Examiner Williams: 
21718—Hill Motor Car Co. vs. M. C. R. R. et al. (further hearing), 
24056—Savannah Traffic Bureau, Inc., for and in behalf of Chat. 
ham Motor Co. et al. vs. M. & M. T. Co. et al. 
24361—_Wm A. Estaver Co., Inc., et al. vs. M. & M. T. Co. (fur- 
ther hearing). 
ae Motor Car Co. ve. M. C. RB. KR. CN. Y. C. R. R., lessee 
et al. 


September 7—Philadelphia, Pa.—Eaminer Coyle: 
25270—Calcite Quarry Corp. et al. vs. Reading Co. et al. 
September 7—Johnson City, Tenn.—Examiner Konigsberg: 
25168—Johnson City Foundry & Machine Co., Inc., vs. Southern Ry, 


et al. 
25448—Johnson City Foundry & Machine Co., Inc., vs. Sou. Ry. 
September 7—Washington, D. C.—Examiner Boat: 
* Fourth Section Application No. 14832—Sugar from North Atlantic 
Ports—Filed by W. S. Curlett, agent. 
September 8—Knoxville, Tenn.—Examiner Konigsberg: 
25295—-Blue Diamond Coal Co. et al. vs. L. & N. R. R. et al. 


September 8—Detroit, Mich.—Examiner Disque: 
25315—-Edson, Moore & Co. et al. vs. B. & O. R. R. et al. 
September 8—Cheyenne, Wyo.—Commissioner Lee: 
= Service Commission of Wyoming vs. A. T. & S. F. Ry. 
et al. 


September 8—Washington, D. C.—Examiner Wilkinson: 
— No. 3711—Excess income of East Broad Top R. R. & Coal 
oO. 


September 8—Washington, D. C.—Examiner Johnson: 
Finance No. 3825—Excess income of McCloud River R. R. 
September 8—Washington, D. C.—Examiner Warren: 
Finance No. 6360—Excess income of Tooele Valley Ry. 
September 8—Philadelphia, Pa.—Examiner Coyle: 
25284 (and Sub. 1)—Wilmington Chamber of Commerce, Delaware, 
a oe oe Coal Merchants’ Bureau et al. vs. B. 
EO. B. KR. ot al. 


September 8—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 14806 of Agents Curlett, Van Um- 
mersen, Jones and Sedgman. 
Fourth Section Application No. 14820 of Agent Curlett. 


September 9—Chicago, Ill.—Examiner Disque: 

|. & S. 3790—Crushed stone from Indiana to Maroa, IIl. 
September 9—Washington, D. C.—Examiner Weems: 

1. & S. 3782—Rail-lake-rail canned goods, Wisconsin to east. 


September 9—Washington, D. C.—Examiner Williams: 

18283 (and Sub. 1)—J. Caldewell & Co., Ltd., et al. vs. A. C. L. R. RB. 
et al. (further hearing, for purpose of affording parties an oppor- 
tunity to make proof of shipents and paying and bearing of charges 
thereon, and for purpose of determining amount of reparation 
due parties under findings in these cases). 


September 10—Nashville, Tenn.—Examiner Konigsberg: 
25349—Allen Manufacturing Co. et al. vs. L. & N. R. R. et al. 
25452—Allen Manufacturing Co. vs. L. & N. R. R. et al. 


September 10—Philadelphia, Pa.—Examiner Coyle: 
25110 (and Sub. 1)—Downington Paper Co. vs. Pa. R. R. 


September 10—Richmond, Va.—Examiner Archer: 
25128—Bedford Pulp & Paper Co. vs. Erie R. R. et al. 
25128-Sub. No. 1—Bedford Pulp & Paper Co. vs. C. & O. Ry. et al. 


September 12—Washington, D. C.—Examiner Weems: 
25206—-Growers’ & Shippers’ League of Florida et al. vs. A. C. L. 
R. R. et al. 
September 12—Chicago, Ill.—Examiner Disque: 
I. & S. 3775—Transit weights on hay in C. F. A. territory. 


September 12—Jackson, Tenn.—Examiner Konigsberg: 
- <wy ee Wholesale Grocery Co. et al. vs. A. C. L. 
» ahs CE Bt. 


September 12—Washington, D. C.—Examiner Williams: 
25395—Llanerch Lumber & Coal Co. vs. Pa. R. R. et al. 


September 12—New York, N. Y.—Examiner Coyle: 
1. & S. 3779—Clay or kaolin from southern points to Canada. 


September 12—Wilson, N. C.—Examiner Archer: | 
24881—Carolina Shippers’ Assn., Inc., et al. vs. Nfk. Sou. R. R. et [ 
24973—-Carolina Shippers’ Assn., Inc., et al. vs. N. Y. C. R. R. et 

* + eee Shippers’ Association, Inc., et al. vs. A. C. L. R. R. 

et al. 

September 12—Washington, D. C.—Examiner Bradford: 

Finance No. 3774—Excess income of Jackson & Eastern Ry. 


September 12—Jackson, Tenn.—Examiner Konigsberg: 
* 25388—Martins-Currie Paper Co., Inc., vs. L. & N. R. R. et al. 
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REAL 
SALARY 
INCREASES 


The Traffic World 


TRAINED 
TRAFFIC 


OT MEN 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should 
realize that Traffic Management—as prac 
ticed by men of thorough tralning— 
offers very substantial opportunities. The 
Traffic Manager who is really skilled in 
the technique of his profession commands 
a large salary and high standing in his 
company because his work affects vitally 
= most intimate elements of the busi- 


“Ten him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 


tion of branches, warehouses, new plants, 
and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission often 
results in economies for his employer 
running into the tens of thousands of 
dollars. Our interesting 64-page book, 
“Opportunities in Traffic Management,’’ 
tells the complete story. Every traffic or 
railroad employee should read this book. 
Send for it today. Learn how LaSalle 
home-study training in Traffic Manage- 
ment has helped many men up to the 
bigger-pay traffic positions. 


other ways he effects enormous savings today for all the facts. Your inquiry will 
for his employer. He is consulted on loca- not obligate you in the slightest. 


LaSalle Extension University, Dept. 895-TA, Chicago, Ill. 


Distribution 


Distribution—Storage— 
orwarding of 
eneral Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates 





Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


SAVE TIME 
and MONEY 


Ship Via 





—— The Port of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 

















Importers’ Bonded Warehouse 


and 
Bienville Warehouses Corporation, Inc. 
R. W. DIETRICH, President 


NEW ORLEANS, LA. 


Complete Warehousing and Distribution Service for 
New Orleans and its territory. 


200,000 square feet of storage space with track room 
for 30 cars at one placement. Licensed by and bonded 
to the State of Louisiana, and the U. S. Government. 
Office, 340 Bienville St. 


Member A. C. W.—A. W. A. 


WHAT TO EXPECT... when 
you route via “NortH WESTERN” 


Over 10,000 Miles of 
Perfectly Equipped 
Railway in 
Illinois, Wisconsin, 
Michigan, Minnesota, 
Iowa, Nebraska, 
So. Dakota, No. Dakota 
Wyoming 


An alert and efficient freight per- 
sonnel that has back of it up-to- 
date equipment and all the modern 
facilities for rendering a fast, de- 
pendable shipping service ...a 
combination that is ideally suited 
to the exacting requirements of 
present day business. 


For full information ask any 
C.& N. W. Ry. Representative 


CHICAGO & NortTH WESTERN Ry. 





ACCURATE WALL MAP OF U. S. A. 


Specially priced for TRAFFIC WORLD subscribers at $2.00. 


1. Rand McNally Commercial Map of the United States mening 
states in separate, distinguishing colors, all ae | ape 3 and al 
principal —_ towns, lakes, and rivers. Printed in four colors on a 
heavy paper sheet. Standard equipment for the traffic department. 
56x33 inches. $2.00. (Regular price $3.50.) 


Other clear and accurate traffic maps: 
2. Map of the United States, pening é classification and freight 
association territories: 26x38 inches; $1.00 


3. Mileage map of C. F. A. and oie territory: 40x42 
inches. .00, 


4. Map of junction and terminal points in C. F. A. territory and 
adjacent junction and terminal points: 38x30 inches. $1.00. 


5. Map of percentage groups in Central Freight Association ter- 
ritory for eastbound freight rates: 40x42 inches. $1.00. 


6. Map of percentage “pe a in Central Freight Association ter- 
ritory for westbound freight rates: 40x42 inches. $1.00. 


7. Map showing groupings of eastern and middle western points 
on traffic destined z Transcontinental Freight Bureau territory: 
26x38 inches. $1.00. 


8. Map of aatiieasd rate groups in Trunk Line territory: 40x42 
inches. $1.00. 


9. Map of eastbound rate poe in Trunk Line and New England 
territories: 40x42 inches. $1.00 


10. Map of westbound rate groups in Trunk Line and New Eng- 
land territories: 37x41 inches. $1.00. 


Send remittance with order to 


THE TRAFFIC WORLD 
418 South Market Street Chicago, Illinois 
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NEW COMPLAINTS riLEb CONDITION OF EQUIPMENT 


No. 25431, Sub. No. 4. Dixie Brick Co., Columbus, Ga., vs. A. B. & Class I railroads on August 1 had 245,749 freight cars jp 
C. et al. need of repair, or 11.5 per cent of the number on line, according 


Unreasonable charges, face brick, hollow tile and common brick, : tar . : * . 
Dixieland, Ala., to points in Fla. south of the main line of the £0 the car service division of the yes Ry Associa 
Ss. A. L. extending from Jacksonville, Fla., to River Junction, tion. This was an increase of 11,434 cars above the number jp 


Fla. Asks rates and reparation. | carer need of repair on July 1, at which time there were 234,315, or 1] 
jfro- 25444, Sub. No. 1. R. D. McKay Motor Co., Wichita, Kan., vs. per cent. Freight cars in need of heavy repairs on August | 


A. % ES. F. ot al. ea: edd se aa 

JF Unreasonable rates and charges, automobiles, passenger and totaled 174,532, or 8.2 per cent, an increase of 6,769 Cars, com. 
freight, and extra parts, Wagon Works and Fitch, O., to Wichita pared with the number on July 1, while freight Cars in need of 
and Harper, an. Asks reparation. ; i 7 » 9 . : os 
No. 25466. Wm. E. McCollough & M. C. Cheney, copartners, doing light tgp o_o 11,217, or 3.3 per cent, an increase of 4,665 

business as McCollough and Cheney Co., Minneapolis, Minn., vs. compared with July 1. ; 
R. I. & P. et al. Class I railroads on August 1 had 8,291 locomotives in neeq 
Rates or charges in violation sections 1, 4 and 6, contractors’ of classified repairs, or 16 per cent of the number on line, This 


outfits, dump cars, stringer i ® - s 7 . 
port, Mo. p> & rates A ng Pe ee ee Se ee eee was an increase of 58 compared with the number in need of 
99 


No. 25468. American Radiator Co., New York, N. Y., vs. A.C. L..et al. such repairs on July 1, at which time there were 8,233 logo. 
Rates in violation sections 1 and 4, cast iron radiators, North motives, or 15.8 per cent. Class I railroads on August 1 had 


ing Ala. i i \ 1 4 , : : A , ; 
a? ay ‘he beeen” a Sie Fey ae mes 11,637 serviceable locomotives in storage compared with 11,66) 
on July 1. 





COMMISSION PRACTITIONERS 
The following have been admitted to practice before the 
T RA FFI i MA N AG E RS Commission: Ormand Apel, East St Louis, Ill.; Fred J. Bap. 
cock, Boise, Ida.; Walter L. Bell, New Britain, Conn.; Archelus 
F,. Campbell, Montgomery, Ala.; Harry J. Carroll, Akron, 0; 


T. J. McLAUGHLIN Traffic Neill S. Chinnock, Portland, Ore.; J. Theodore Cross, Utica, N, 


TRAFFIC COUNSELOR Y.; Frank E. Cue, New York, N. Y.; Henry B. Curtis, New 








Orleans, La.; Knox Farrand, Los Angeles, Calif.; Charles H, 
ie re ae Ce Coin Cae and Gorman, Milwaukee, Wis.; Alan W. Graves, Philadelphia, Pa; 
Departmental Service Commerce Andrew F. Heckler, Waukegan, Ill.; Paul H. Jenree, Kansas 

713 Mills Bldg. S iali t City, Mo.; Benjamin D. Kanner, Bridgeport, Conn.; Eugene J, 
WASHINGTON, D. C. pecia IStS Kean, Cascade, Ia.; Howard G. King, Sheffield, Ala.; Ormie ¢. 

Lance, Minneapolis, Minn.; George A. Lee, Lincoln, Neb.; Ed- 

HENRY J ~ AUNDERS ward M. Lombard, New Orleans, La.; Clyde E. Lynch, Denver, 

" . Colo.; Francis T. Martin, Newark, N. J.; Alan C. Maxwell, 
Valuation CONSULTING ENGINEER Washington, D. C.; William J. McCauley, Akron, 0.; James H. 
Phelps, Ogden, Utah; Howard J. Schumacher, Chicago, IIL; 

Experts Cue 008 Se fae Se bas gage Poon hea ing em ba hg ae oo ae 
Ta.3 arles 2 iver, Detroit, Mich.; Fran . Tomlins, Wel- 

643 TRANSPORTATION BLDG. lington, Kan; Edward E. Tuttle, Los Angeles, Calif.; Fred B. 

WASHINGTON, D. C. Wieland, Brooklyn, N. Y., and Rex E. Willard, Pullman, Wash. 











RICHMOND. VA. 





ATTORNEYS AT LAW Sores, Distuas and Forvarer 
Practicing HARRY C. AMES 175 7 - : oe 
,000 Square Feet Floor Space 
before the ATTORNEY aT LAW ction mR Sides A Rate 
INTERSTATE Successer to Keene & Ames bag yt oer la 





COMMERCE Formerly ww = rer 
COMMISSION ueemaiiien Bids. Washington, D. C. 


H. D. DRISCOLL LEONARD’S GUIDE 


Raa RR eae RAR RECS. 
Commerce Counsel FREIGHT, EXPRESS, PARCEL POST 
and Attorney Rates and Routing eeuiiill An in One Book! 
Philcade Building, Tulsa, Oklahoma ae aegis See 
Oklahema City Office, Petroleam Bldg. G. R. Leonard & Co. 
Washington Office, Southern Bldg. 155 N. Clark St., Chicago 15 E. 26th St., New York 



































QPutwan 
: —Stamford, South Norwalk, Bridgeport 
THRU RATES Q Danevay gi masta QWitimantic Somnessow neat New London and Norwich, Com, 
AND eens Sema tond ' Serene ae To—C. F. A., W. T. L., Inter-Mountain, 
} Samecn Stem Carolinas, South and Southwest 
DIRECT =" | _SewerrGrr “Weg CLYDE, OLD DOMINION, SAVANNAH, 
Wonwicn MALLORY and MORGAN S. S. LINES 







WATER <3 . THAMES RIVER LINE, INC. 
ROUTES Cai Z So Oe oe oe a ~ ee acy Pier 31 E. R. NEW YORK CITY 






ERNEST E. FUCHS, Vice-Pres. 


WESTERN WAREHOUSE 


DOWNTOWN CHICAGO 


Within three blocks of Chicago's central retail and jobbing district; high grade modern 
warehouse and terminal facilities; 400,000 square feet of floor space—light and clean; 
track space for 360 cars; stocks carried for forwarding and distribution; space to lease 


WESTERN WAREHOUSING COMPANY 


E. H. Hagel, Superintendent 


323 W. Polk St Chicago, Ill. 
















